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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg. % CVELAND, O. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


SAVE MONEY SAVE TIME 
SAVE OVERHEAD 


By Using 


JUDSON FREIGHT FORWARDING COMPANY 


On Less Carload Shipments 


DIRECTORS 


RICHARD FITZGERALD, Chairman Board of Directors 
H. E. PORONTO R. HACKETT 
W. J. RILEY F. H. TOWER 
E. V. R. THAYER 


OFFICERS 


WALTER J. RILEY, President 
H. E. PORONTO, Vice-President J. L. O'CONNOR, Asst. to Vice-President 
R. HACKETT, Vice-President T. R. SORENSEN, Asst. to Vice-President 
P. R. GATES, Secretary H. D. HOWELL, Manager Export Department 
E. E. HESSE, Treasurer H. H. BENEDICT, Manager Eastern District 
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‘*The time has come,” the walrus said, 
“To talk of many things— 
Of golf and swims and tennis shoes 
And of good times and Hot Springs!” 


es, ifs time to talk about vacations - 


- . . and a time to talk about Vir- ... And the hotel itself is the very last 
ginia Hot Springs... of an altitude of 2,500 word incomfort—in beauty— in cuisine and 
feet ... of green mountain slopes ...and_ in service. 
tumbling, bubbling streams... of cool cur- Plan now ... this summer at Hot Springs. 
rents of light, vibrant air that tingle the For further information or for railroad 
blood and make one feel like a kid again. reservations write to any of the following: 


Virginia Hot Springs is truly an ideal spot T. 14: Goines, Bemeness Pedic Benen 


oe three superb golf courses r Richmond, Va. 
with smooth green rolling PAN George Coombs, A. G. P. A., Cincinnati, Ohio 
fairways... seven tennis alt es J. B. Edmunds, General Agent, Washington, D. C. 
courts...aswimming jean IR F. E. Landmeier, W. P. A. 
pool ...andadanc- f (HON ff * ’ 320 North Broadway, St. Louis, Mo. 
ing casino, try an OY OS EB C. B. Kincaid, G. E. P. A. 

gtr Ms 299 Broadway, New York City 


Pow % a 


“The Road of Service” 
THE CHESAPEAKE & OHIO RAILWAY 
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livers to your customer's door in England 


indon, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 






SHIPPERS TO ENGLAND 


Traffic Managers and Freight Forwarders can 
obtain from any LMS Freight Offices in America 
full information on the cost of delivering, storing 
or distributing their merchandise in Great Britain. 















With a chain of 350 rail-connected warehouses 
the LMS thoroughly covers the industrial areas 
of Great Britain. 









The LMS will be pleased to work out a plan to 
fit your particular needs. 














LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
(Jas. P. Robertson, Inc.), (Dyson Shipping Co.), (Uregon Forwarding Uo., inc.) , 
333 N. Michigan Ave., 311 California St., Board of Trade Bldg., 

Chicago, IIl. San Francisco, Cal. Portland, Oregon. 



















or 





London, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


Great Britain 


Advance arrangements made 
fr handling and storing any 
kind of freight either at port 
win the interior. 
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The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. “ 


xincstonl ' 


TORONTO.§2], ae 
a. a 
HAMILTON ig gee B79 0S we GO 
SS ME 
| By ye BARC OR CAR: 
~ Fe 

we . | os ea 

DETRON ES ira, la lg 


i. sl a P ERIE 
Ai gue a as A 


TOLEDO wie all” CLEVELAND 
54 l 
Noy sky “ORAIN 


SHIP BY BARGE! 


AN D 
REDUCE YOUR TRANSPORTATION COSTS 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximat« _»tal capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, ine. 


MEMBERS 25 Broadway, New York City, N. Y. TELEPHONE 
i i Sees Senge BUFFALO OFFICE: Chamber of Commerce Buildin BOWLING GREEN 0495 
N, Y. Maritime Exchange S SREERET OS CES Ses , BONDED CARRIER 


Praises 
the end-door 
equipment of 


“THE HEAVY DUTY 
RAILROAD” 


AND 
BAU 
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STERLING MOTOR TRUCK COMPANY 


BUILDERS OF Gaby MOTOR TRUCKS 


MILWAUKEE, WISCONSIN 
May 1 192 
Mr. Charles King y 17, 1929 
GA, Erie Railroad Co., 
373 Broadway 
Milwaukee, Wis., 


Dear Mr. King: 


Acknowledging receipt of the Erie pamphlet, of 
the Erie's new 50’ end-door auto car under-load of a large 
motor bus, which heretofore, have had to be loaded. on open 
equipment, which shows the wonderful progress in end-door 
equipment by the Erie Railroad. 


We have had the pleasure of the use of several of 
your 40 and 50 foot end-door cars for shipments of our motor 
trucks, and find they are wonderfully constructed for the 
proper transportation and accommodation of the motor truck 
and motor bus industries, 


With this supply of the new end-door auto equipment 
in conjunction with the Erie's safe, speedy, and dependable 
service, we can see no reason, whatsoever, for failure to 
make prompt and efficient deliveries that will satisfy both 
shippers and receivers, using the Erie Route. 


On behalf of the officers of the Sterling Motor 
Truck Company, I wish to congratulate the Erie Railroad 
and their officials in providing adequate equipment for the 
proper transportation of all motor vehicle industries. 


Trusting to continue our friendship in. the future 
as in the past, we remain 


Yours very truly, 
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reight Bill Says. 


“Shortened Shipping helps’ Shortened Buying’ 


There’s nothing slow about modern 
freight business. It has kept pace with 
all other developments of this snappy 
age. 

Former-day service of a “We'll get 
it there sometime” won’t do. 

The reason is plain. Merchants have 
changed. They no longer load up their 
shelves for six months or a year at a 
time. They practice “Shortened Buy- 
ing.” That means they buy goods as 
they need them. Thus they keep abreast 
of changes in style, demand and price. 

Naturally, the shipper who selects a 
freight service that makes quick deliv- 
ery gets this “Shortened Buying” busi- 
ness. 

Electric railway freight service pro- 
vides “Shortened Shipping” to meet the 
demands of “Shortened Buying.” 

Electric railway freight service al- 
ways had advantages for the man who 
wanted quick delivery. It had frequent 
trains, and no heavy freight terminal 
congestion. But managements were 
not content to rest on them. They have 





OU 
MANSFIELD WOOSTER 


speeded up their service with modern- 
ized warehouses, better cars, more 
carefully trained employes and keener 
methods. 

The modern electric railway freight 
man thinks of deliveries in terms of 
hours. Most deliveries in the Central 
territory, shown in the map below, are 
made overnight from the time a ship- 
ment enters it. The longest of them 
seldom requires more than thirty-six 
hours. 

That is what is meant by helping 
“Shortened Buying” by “Shortened Ship- 
ping.” That is what the merchant 
means when he says, “I want these 
goods quickly, so send them by electric 
freight.” 

Write L. E. Earlywine, Chairman of 
the Central Electric Traffic Association, 
Terminal Building, Indianapolis, Indi- 
ana, for information regarding service 
over the 5,000 miles of electric freight 
line in this territory. You’ll be surprised. 


Yours, 


° ALLIANCE} 
TANTON ; 
WMASSILLON BEAVER 


PITTSBURGH~ 


UHRICHSVILLEO 


June 


Electric Freight Service | 
| 800 Points 5,000 Miles 
| Central Electric Traffic Association} 











THE TRAFFIC 






ne RRR 






The Shipping Board Lines 
listed here, comprising a fleet of 256 ves- 
sels, afford complete shipping facilities be- 
ween Atlantic Coast and Gulf ports and 
ports in every part of the world. 









*AMERICA FRANCE LINE 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 








*AMERICAN BRAZIL LINE 
17 Battery Place, New York City 
Atlantic ports to ports in Northern Brazil 







*AMERICAN DIAMOND LINES 
39 Broadway, New York City 
North Atlantic Ports to Holland and Belgium 







DIXIE UK LINE 
New Orleans, La. 
New Orleans to United Kingdom 








AMERICAN MERCHANT LINES 
17 Battery Place, New York City 
Passenger and freight services to United Kingdom 





















*AMERICAN PIONEER LINE 
11 Broadway, New York City 
North Atlantic ports to Orient, India 
and Australia 
Periodically this line conducts an around-the- 
world service via the Suez Canal 









“A MERCHANT MARINE is essen- 
tial to the future welfare of the 
United States. We need and must 
have great fleets of steamers.” 


F. EDSON WHITE 
President, ARMOUR & COMPANY 


















DIXIE MEDITERRANEAN LINE 
New Orleans, La. 
New Orleans to Mediterranean ports 











GULF BRAZIL RIVER PLATE LINE 
Hibernia Bank Bldg., New Orleans, La. 
Gulf ports to east coast of South America 






MISSISSIPPI VALLEY EUROPEAN LINE 
Hibernia Bank Bldg., New Orleans, La. 
New Orleans to French and Belgian ports 













YANKEE LINE 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


GULF WEST MEDITERRANEAN LINE 
917 Whitney Building, New Orleans, La. 
Gulf and South Atlantic ports to Portuguese, 
Spanish, and North African ports (west of Bizerta) 
























Ehavean American Merchant manufacturers and producers the 
Marine...one tobe proudof finest overseas transportation 

... one that in equipment, person- _ obtainable. 
nel and ability ranks withthefinest - In speed, safety and economy 
in the world. It is made up of the American ships provide the maxi- 
hundreds of speedy, modern ves- mum in ocean transportation. In 
sels in the 20 lines operated for the matter of service, they offer 
the United States Shipping Board _unique advantages—for, available 
and the many lines, now privately to usere of the Shipping Board 
owned, whose development has lines, are the advice and counsel 
been aided by the Shipping Board. of the experienced American 
This great American-flag fleethas operators of the Merchant Fleet 
been built to meet the ever-in- Corporation. These experts will be 
creasing needs of our industries. glad to give you advice that will 
Every year it has improved in the prove of value in opening up new 
services it offers. It has grownin trade channels, aswell asin develop- 
size and strength. Its scope has ing your present foreign markets. 
been increased. Its schedules have Write for full information about 


been improved. Today, it offers ships, rates, dates of sailing, etc. 
















MOBILE OCEANIC LINE 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdom and continental European ports 


AMERICAN GULF ORIENT LINE 
917 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 






















AMERICAN REPUBLICS LINE 
83 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River Plate 
ports, east coast of S. America 


























ORIOLE LINES 
Citizens Natl. Bank Bldg., Baltimore, Md. 
North Atlantic ports to west coast of 
United Kingdom and Irish ports 
















SOUTHERN STATES LINE 
925 Whitney Central Building, New Orleans, La. 
New Orleans and Texas ports to German 
and Holland ports 





TEXAS MEDITERRANEAN LINE 
Cotton Exchange Bldg., Galveston, Tex. 
Texas ports to Mediterranean ports 



















We have the greatest industries in the world, the 

greatest trade, and the greatest need for shipping 

facilities. Our Merchant Marine should be the 

greatest. And it will be . . . when American Busi- 
ness gives first choice to American ships! 








TEXAS UKAY LINE 
Galveston, Texas 
Texas ports to United Kingdom ports 











TEXAS STAR LINE 
New Orleans, La. 
Texas ports to French and Belgian ports 
















UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight service to 
England, Ireland, France and Germany 





UNITED STATES SHIPPING BOARD 
MERCHANT FLEET CORPORATION 


WASHINGTON, D. C. 









*Accommodations available for a limited 
number of passengers on these lines. 
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HE nation’s second port—the South’s greatest 

City and leading industrial and financial center— 

the world’s cotton marketing center—America’s largest 

lumber port—Gateway of the Mississippi Valley with 

direct steamship lines to the world’s leading ports— 

nation’s second coffee port—world’s greatest banana, 

meR WY mahogany and sisal port—twenty-seven miles of water 

aE oe front—one of the largest dry docks in the world— 

\ America’s most interesting city - - - - - this is 
New Orleans, Southern terminus of the L&A. 


B. S. ATKINSON, Senior Vice-President Keeping pace with the rapid commercial growth of 
H. C. COUCH, President New Orleans and the industrial awakening of the great 
Shreveport, La Southwest, the L&A by its recent acquisition of the 

LR&N Company (The Edenborn Line) now affords 

shippers throughout this vast empire a greatly enlarged 

and improved service—literally “A Better Way” to 

New Orleans. Your patronage is respectfully solicited. 


LOUISIANA & ARKANSAS 
RAILWAY 


Route of “opcheepegpOe? Fast Overnight Passenger Service Between St. Louis and Shreveport 
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Don’t let tradition rob you 
of hard earned profits! 


anufacturing 
methods of 
yesterday 
are scrapped today. Old 
shipping routes, too, 
are falling by the way- 
side. More direct and 
quicker shipping lanes 
are being discovered by 
alert trafhc managers 
and shippers eager to 
save time, to conserve 
costs. 


Here is a book of new facts and figures. 


Check up on what’s 
new! 


A great change has 
taken place in the port 
situation. Los Angeles 
Harbor has become the 
largest port (in ton- 
nage) on the Pacific 
Coast. Added facilities 


and extra services make 


this is the 


NEW gs 
ZEALAND 2] 


it the EASIEST Port 
on the Pacific through 
which to ship your 
goods. 


If you sell goods to 
the Far East, you should 
know all about the 
NEW Los Angeles 
Harbor that brings Pa- 
cific ports closer in time 
to inland and trans-con- 
tinental America. 


Shippers—send for it! 


So you may know of the new time-saving services recently installed at Los Angeles Harbor, 
we have prepared a book full of photographs and facts which gives you the complete “picture 


at a glance. 


No. 204 


It will be sent, postpaid, to Executives and Traffic Managers. 


LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 
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you need 


UMBLING, clattering miles of 
bumping road-bed. Quick starts 

. - jerks . . . sudden stops! The 
freight yards at last. Then over the 
“hump” for switching. More bumps, 
smashes and rough handling. Your 
merchandise gets no“ parlor car” ride 
when you ship by rail! 

And what about your goods? ... 
How many damaged cases? .. . How 
many disgruntled customers? Will 
your goods arrive safely? .. . Will the 
next storm ruin them? Have you 
figured the bill? Have you considered 
the cost of cheap packing? 


When you ship by rail you can’t 
control these things—bumps, crashes 
and rough handling. But you can 
take precautions to safeguard your 
merchandise from the time it leaves 


THE TRAFFIC WORLD 
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Fivefold Protection 


your shipping room until it lands on 
your customers’ shelves. 

FivefoldProtection*—Good Wooden 
Boxes—assure delivery of your mer- 
chandise in the best possible condi- 
tion. Whether you ship by rail, water 
or truck . . . whether you ship one 
mile or a thousand you will find 
Fivefold Protection* the safest, most 
economical way of packing your goods. 

The Wooden Box Bureau maintains 
a competent staff of packing and 
designing engineers to assist manu- 
facturers with any shipping room 
problem. Their services are given free 
of charge and without obligation on 
your part. If you are confronted with 
any such problems you will find it to 
your advantage to allow one of these 
men to explain the advantages of 
Fivefold Protection*. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers 
“and of the National Lumber Manufacturers Association 


CHICAGO, ILLINOIS 





*FIVEFOLD PROTECTION 
Good Wooden Boxes—safeguard 
your merchandise against: 


1. Rough Handling in Transit 

2. Hidden Damage "Usted contents, 
3. Pilferage 

4. Bad Weather 

5. Disgruntled customers 


torn labels, etc.) 


Wooden Box Bureau 
111 West Washington Street 
Chicago, Ill. Dept. 5207 


Gentlemen: 


We manufacture.............. 
and are interested in learning more 
about the advantages of Fivefold 
Protection*. 
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Ee Soo Line will carry your shipments to the great Northwest 
and Western Canada with the greatest speed and reliability. Our 
organization is coached in .the fast delivery of freight and our 
direct routes to all points in the territory served assures the min- 
imum of time en route « « « To those who want fast, reliable service 


¥ 


Route your freight care of the Soo Line 


V 


To avoid delay, shipments for Canadian destinations 
must be accompanied by SHIPPERS’ EXPORT DEC- 
LARATION MADE IN TRIPLICATE. This document 
must be delivered to railroad agent at initial point 
with the shipment and accompany same to Canadian 

port of entry. 


SAULT SAINTE Marie 


aN, 
"Stig 
BEssEemeER 


ALWAYS DEPENDABLE MANITOWO® 


FREIGHT SERVICE SAINT PauL 
MILWAUKEE 


RICAGO 


AGENCIES 
Portland, Ore., 8rd and Pine Sts. 


Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 


Boston, Mass., 40 Central St. 
St. Paul, Minn., 1112 Merchants National 


Buffalo, N. Y¥., 504 Iroquois Bldg. Memphis, Tenn., Porter Bldg. ‘ 
Milwaukee, Wis., 68 East Wisconsin Ave. Bank Bldg. 


Chicago, Ill., 1680 Bankers Bldg., Clark and Adams, 

Chippewa Falls, Wis. Minneapolis, Minn., Soo Line Bldg., 5th St.San Francisco, Cal., 681 Market St. 
Cincinnati, 0., 709 Traction Bldg. and Marquette Ave. Sault Ste. Marie, Mich. 

Cleveland, 0., 915 Union Trust Bldg. Neenah, Wis. Seattle, Wash., 5564 Stuart Bldg. 

Detroit, Mich., 2243 First National Bank Bldg. New York, N. Y., 1550 Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Omaha, Neb., 725-26 W. 0. W. Bldg. Superior, Wis. 

Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. Passaic, N. J., 250 Bloomfield Ave. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merchants Bank Bldg. Philadelphia, Pa., 1500 Locust St. Waukesha, Wis. 

Kansas City, Mo., 723 Walnut St. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 





Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from June Ist issue) 
CHAPTER XXIII 


No Through Cars 
There was no through 
equipment on the first 
transcontinental lines in 
its early days. Union Pa- 
cific cars and Pullmans 
made tha journey to Ogden 
only. There the passengers 
changed to Central Pacific 
ears and Silver Palace sleeping cars. 
The extra charge on the latter from Og- 
den to San Francisco was $6. Meals 
were served at certain stopping places. 
The usual charge was $1, although the 
eating house at Colfax made a specialty 
of 75¢c meals. 

Although the comple- 
tion of the road cut 
down the time for the 
transcontinental jour- 
ney to a few days and 
eliminated practically 
all the hardships with 
which that journey had 
been associated, wheth- 
er made by land or 
water, the trip to the 
Pacific Coast was for a 
long time enough of an 
adventure for many of 
the travelers to. set 
down their experiences 
in print. From _ these 
publications we get life- 
like pictures of early 
day railroad travel. 

One early traveler, 
W. L. Humason, Hart- 
ford, Connecticut, set 
down his experiences 
under the heading of 
“From Atlantic Surf to 
the Golden Gate.” He 
describes the journey from Omaha to 
Ogden, where they changed for Promon- 
tory. Let him tell the story: 


Passenger Indignant 


“Twelve o’clock came, also the train, 
and with no sleeping cars. We took 
seats and reached Promontory about 
daylight. We were at the end of the 
Union Pacific Railroad. Our further 
journeys were to be over the Central 
Pacific. Owing to a quarrel or mis- 
understanding between the superintend- 
ents of these two roads, we found that 
we could make no connection and could 
not leave the place until evening. The 
officials of the Union Pacific ordered us 
out of their cars, saying they had use for 
them. They had carried us to the end of 
their road and they had nothing more to 
do with us only to discharge us. Out we 
were turned into the hot sun with no 
shade, no house, surrounded by no com- 
forts—nothing but sand, alkali and sage 
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brush. The road had been finished so 
far ahead of time that the Central Pa- 
cific had no sleeping carg and would 
have none until July.” 

Bed Among Mail Bags 

The train finally arrived. 
how he spent the night. “I 
ward into the baggage car, rolled up 
into my blankets, cast my lot among 
the mail bags and slept soundly until 
morning. I awoke covered and choked 
with dust. 

“One feature of our journey not men- 
tioned was the interesting sight of large 
numbers of Chinamen constantly at work 
upon the road, making the bed wider 
and the track more secure. 


He tells 
went for- 


® 
Mi neapol!s 


Saint pout! 


He continues: “As we descended the 
mountains, the snowstorm turned into 
a rainstorm and we reached Sacramento 
in the midst of it; took the steamer 
and sailed down the Sacramento River, 
looking with wonder at the immense 
piles of salmon that lined the shores at 
every landing. We took on board great 
loads of them, which had just been 
caught in the river. 

Mr. Humason did not like the com- 
missary arrangements provided on the 
desert. Here is his description: ‘The 
eating houses at the stations, which had 
hitherto been good now seemed to par- 
take of the nature of the country, con- 
sisting of miserable shanties, with tables 
dirty and waiters not only dirty but 
saucy. Tea-like size biscuits made with- 
out soda, but plenty alkali. The butter 
was too venerable to be approached. 
The smell of the fried bacon reminded 
one of the slaughter houses of the an- 
cients. Knives and forks may have been 

(Advertisement) 
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made of English steel, but I would pity 
the man who would be so rash as with 
rasp or file or scouring sand would un. 
dertake to work his way through incrus. 
tations dark and deep in the vain attempt 
to find it.” 

Here is an interesting side-light of the 
trip: “At another station we met a crowd 
armed with rifles, shot-guns, revolvers, 
horse pistols, etc. We learned that this 
was a vigilance committee. They had 
hung a man the day before from a tele- 
graph pole for committing a fiendish 
crime. 

In Salt Lake City they attended serv- 
ices at the tabernacle and heard a ser- 
mon in which “the men were cautioned 
against tight, fine-texture pants with 
broad stripes and silk 
stovepipe hats. The 
women were exhorted 
to nurse their own 
babies and to eschew 
the pannier and Gre- 
cian bend.” 


“Bring the Wife” 


Here are some ex- 
tracts from an account 
of another trip made a 
little later when the 
railroad was_ running 
with sufficient smooth- 
ness for the company 
to invite the railroad 
agents of America to 
make the journey. This 
writer warns the trav- 
eler: “Let no man make 
this continental trip 
without his wife. Some 
of us in thoughtless- 
ness or otherwise left 
ours at home. It was 
an oversight, a_ mis- 
take, and, were it not 
that others of our party had been more 
thoughtful and wise, much of our plea- 
sure would have been wanting. The 
journey is too vast and the scenery is 
too varied to be enjoyed fully without 
such genial influences.” . 

The writer notes that “The impalpable 
dust stirred up by the rushing train 
penetrates through the double windows 
of our cars and produces sore throats 
and lips.” 

The train stopped at Summit and the 
passengers disembarked and were given 
an opportunity to view Donner Lake. 
The impression made on them may be 
judged by the fact that spontaneously 
hats were removed and the entire com- 
pany joined in singing the Doxology. He 
thus describes the journey’s end: “Ar 
rived at Oakland safely, and, passing 0D 
the ferry boats, the lights of San Fran- 
cisco, five miles across the bay, pre 
sented a beautiful sight. 

(To be continued in June 22nd tssue) 
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OUR PLATFORM 


Keep the government out of business. This applies 
toocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
firs as a whole the adequate revenue prescribed by the 
lw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





MORE POLITICAL RATE-MAKING 
Adoption of the resolutions offered in the House this 
week by Representatives Howard, of Nebraska, and 
Jones, of Texas, directing the Commission to reduce ex- 
port rates on wheat and cotton, would crucify the wheat 
farmers compelled, by market conditions, to send their 
Wheat through Buffalo, N. Y., New York, N. Y., St. 
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Louis, Mo., and New Orleans, La. 
wheat passing through those points would have to be 


raised over the level of export rates in effect since the 


Export rates on 


reductions made in May. 

It is not to be supposed that these two “friends of the 
farmer” had any such effect in mind when they offered 
the resolutions. 
the danger encountered when law-makers undertake to 
sane method of rate-making 
adopted when the interstate commerce law and its prede- 
cessor were enacted. Hoch-Smith 
resolution got on the statute books should warn those 
interested in sane rate-making to make certain that, by 
r both of the resolutions be 


Offering of the resolutions merely shows 
order departure from the 


Memory of how the 


no chance, should either o 
adopted. 

30th resolutions say that, for many years, the railway 
rates on manufactured iron and steel articles have been 
from 45 to 60 per cent less, when shipped for exportation, 
than when f°: domestic use. An examination of tariffs 
on file with t ie Commission discloses that, so far as the 
four cities mentioned are concerned, there is no such 
spread between the export and domestic rates on iron 
and steel and wheat. At the ports through which cot- 
ton moves in great volume it is generally accurate to 
say that the export rates are higher than the domestic 
rates. They are higher on account of the greater service 
the railroads perform in getting cotton to shipside than 
in taking it to warehouses in the port cities. 

Millions of bushels of wheat pass through St. Louis 
and Buffalo on their way to New York and New Orleans 
for export. Thousands of tons of iron and steel also 
originate and pass through St. Louis on their way to 
New Orleans for export. Other thousands of tons orig- 
inate in the Buffalo district and pass out of it to New 
York for export. fair to 
use the rates on wheat and iron and steel between those 
cities to show the effect on the wheat farmer that would 


be produced by the application of the rule the Commis- 


Therefore, it is believed to be f 


sion would have to follow in the making of rates on 


wheat for either of the resolutions to be 


export were 
adopted. 

The second or ordering section of the resolutions 
requires the Commission to effect reductions in the rates 
on wheat and cotton “so that the 
over the present domestic rates on that commodity in a 


same will be reduced 


similar proportion to the reductions or advantages that 
now apply to manufactured iron and steel articles when 
the rates applving on such 


intended for export over 
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Minneapolis 
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New York 
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stiles of iron and steel when intended for domestic 
use. 

That section makes the present domestic rates the 
measure of the export rates ordered by the resolutions. 
That is to say, if the export rate on steel is 32 per cent 
ss than the domestic rate, then the export rate on 
wheat is also to be 32 per cent less than the domestic 
rte. Here is how that rule would work on the export 
rate on wheat from St. Louis to New Orleans. The pres- 
ent domestic rate is 28.5 cents a hundred pounds. The 
present domestic rate on steel from St. Louis to New 
Orleans is 48.5 cents. The export steel rate is 33 cents, 
or about 32 per cent lower. Taking 32 per cent from 
the domestic rate on wheat from St. Louis to New 
Orleans, 28.5 cents, would result in an export rate of 
1938 cents a hundred pounds. The present export rate 
on wheat, that went into effect May 29, is 12.5 cents. 
The export rate that was in effect prior to that time was 
18 cents. 

As to the wheat rate from Buffalo to New York for 
export, the rule laid down in the resolutions would have 
to be worked this way: The present domestic rate from 
Buffalo to New York is 20.67 cents a hundred pounds. 
The export steel rate is 18.5 cents, which is 20 per cent 
less than the domestic steel rate. Applying the rule to 
the domestic wheat rate would produce an export wheat 
rate of 16.54 cents from Buffalo to New York. The 
export rate on wheat from Buffalo to New York before 
the recent reduction was 15.17 cents a hundred pounds. 
The present export rate, put in at the solicitation of 
President Hoover, is 11.84 cents. 

The descriptive matter in the resolution says the 
Commission is to make changes in the rate structure by 
reducing “the rate from all interior points to points of 
exportation on shipments of wheat and cotton similar 
to those now carried on shipments of steel from interior 
points to points of exportation.” The resolutions do 
not define interior points. Neither St. Louis nor Buffalo 
isa country point, as those words are used in speaking 
of rates on wheat, but controlling rates are published 
irom both points that would have application to traffic 
obviously contemplated by the resolutions. Export rates 
on wheat do not now apply on wheat from all interior 
points, nor do export rates on steel apply from all in- 
terior points. All interior points do not have enough 
grain or steel to offer either in export quantities. There- 
fore, export rates, when published, are published from 
points where there are exportable surpluses. Publishing 
xport rates from all interior points would be a vain 
thing, because there would be no traffic to be moved 
from any except the larger markets or points of produc- 
tion, 

The illustrations given, however, indicate what may 
happen when politicians take their pens in hand to 
write resolutions about freight rates. 


HOCH-SMITH LIVE STOCK 


The Commission has modified its notice of May 16 in No. 
17000, part 9, live stock, western district rates (see Traffic 
World, May 18, p. 1199), with ‘respect to exceptions to the 
Proposed report in the proceeding and replies thereto. All 
Neeptlons must be filed with the Commission on or before 
— 24 and all replies to exceptions must be filed on or before 
a 10. It was originally provided that exceptions should be 
*d by June 17 and the replies by July 1, 
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THE CASE OF THE RAILROADS 


(#rom an address by President L. A. Downs, of the Illinois Central, 
before the annual convention of the International Associa- 
tion of Newspaper Advertising Executives.) 


Our reason for advertising in the newspapers along our 
lines certainly is not to influence editorial opinion. Editorial 
opinion that is worth anything is not for sale, and editorial 
opinion that is for sale is not worth anything. We have a more 
substantial reason than that. We believe we have a message 
to all who read. * * * 

I believe the operation of motor vehicles in common-carrier 
service ought to be regulated. I believe it ought to be regu- 
lated in the same respects, and for the same good reasons, that 
way service is regulated. Such regulation would not be to 
stifle operations, but to foster along sound, constructive lines 
those operations which are a real public service. That regula 
tion is coming, no one can question. With the increasing con- 
gestion of the public highways, motorists themselves are de- 
manding it. And I believe that when it comes we shall see 
much better coordination of railway and highway service than 
— been possible under conditions which have obtained here- 
ofore. 

I believe, too, that operators of busses and trucks on the 
public highways in common-carrier service ought to pay for 
that privilege. In addition to taxes comparable to those paid 
by other motorists and other property owners, they should pay 
their full share of the cost of maintaining and replacing the 
roads they wear out and they should also pay for the use of 
the public highways as a business facility. Such. payments 
should not be required for the purpose of driving off the high- 
ways vehicles which are engaged in a necessary public service. 
I am in favor of such operations. The purpose should be to 
enable those who use such service to pay the full cost of it. 
There is no sound reason why the cost of commercial trans- 
portation that is performed on the public highways should be 
reduced by the use of public funds without repayment. We 
do not use public funds to reduce the cost of the things that 
are produced in other lines of business. 

When the public takes the steps that are necessary for its 
own protection in this field, I will have no fear that the de- 
velopment of transportation on public highways will seriously 
injure the railroads of this country. In this connection, it is 
well to remember that at present only three out of every 1,000 
motor vehicles that are in use in this country are operated as 
common carriers in competition with railway service. 


Waterways 


The second alternative method of transportation to be 
considered is the operation of boats and barges on inland 
waterways. It is difficult to compare the traffic that is being 
carried on most inland waterways with that carried by rail, 
because of the lack of reliable information regarding inland 
waterway traffic. However, I am certain that all the traffic 
that is actually being carried on the thousands of miles of 
canals and navigable rivers upon which this country has spent 
literally billions of dollars would be insignificant in comparison 
with that carried by the railroads. My only apprehension about 
inland waterways is that these whose greater interest lies in 
railway transportation may be injured by the subsidizing of trans- 
portation on inland waterways. 

In the first place, I am firmly opposed to having the federal 
government engage in the business of transportation. It is 
all right for it to conduct a fair experiment to determine whether 
or not inland waterways can be profitably used by common 
carriers under modern conditions, but as soon as the experi- 
ment is over, I think the government ought to dispose of its 
equipment and get out of the business. Unfortunately, I see 
little tendency in that direction. The whole effort on the Mis- 
sissippi and Warrior rivers, where the government has osten- 
sibly been engaged in such an experiment for the past ten 
years, has been to make government operation a permanent 
thing. In fact, there has been no attempt whatever to report 
the results of this co-called experiment in a way that would 
throw any light upon the question that was to be answered 
by it. 

In the second place, I know of no good reason why public 
funds should be spent without repayment in order to reduce 
the cost of transportation to those who are in position to use 
inland waterways, and that is what has been done in the 
building of canals and the improvement of rivers. I regard 
such works, where they are economically justified, as a proper 
field of governmental action, but I believe that those who get 
the benefit should repay the funds that are so used. That is 
not because I would drive boats and barges off the inland 
waterways. I am frank to say that in some cases I regard them 
as a proper and desirable development of transportation. But 
I believe every legitimate business ought to pay its own way. 
The merchant has to do it. The farmer has to do it. Why 
should we take up a public collection for operators of barge 
lines? 

All the traffic that is carried on inland waterways is traffic 
that railroads would otherwise handle, yet I have no hesita- 
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inland waterways of the future are 
by susidies, there is no ground for 
will seriously affect the railroads 
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RAILROAD HANDICAPS 


(From an address by President R. B. White, of the Central Railroad 


of New Jersey, at a dinner given in his honor at the 
Mid-Day Club, Springfield, Ill, May 15.) 
The situation in which the railroads find themselves is 


most unusual. They are prepared to furnish the only depend- 
able all-year-round fast transportation service the country has, 


but their revenue tonnage is almost stationary and has been 
so for the past few years. Their business is not growing in 


proportion with the increase in population, as heretofore. Their 
passenger earnings are decreasing until they are now 37 per 
cent less than they were in 1920. Nibbling at the freight rates 
by different interests throughout the country has resulted in 
a downward trend of late that is alarming. My purpose in 
drawing your special attention to these facts at this time is 
in the hope that it may later assist me in emphasizing for your 
consideration a situation with which we may soon be confronted. 

Continuing in line with progress—but with loss to the rail- 
roads—other forms of transportation have appeared—and as 
the public learned to appreciate the conveniences of certain 
forms of highway transportation, better highways were demanded 
and furnished at public expense, the history and growth of 
which needs no explanation by me. We have no fault to find 
with it. It is in keeping with the times—and I firmly believe 
when its magnitude is fully appreciated by a better informed 
public, they will demand that this traffic bear the cost of its 
service, and then it will be as it should be. No one who has 
ever had occasion to give this subject serious thought has argued 
that a private transportation business should be set up on an 
improved highway—provided by public funds—without the pay- 
ment of a just and reasonable charge. The railroads find no 
fault with the motor transport as such—it is the system under 
which they are permitted to operate in competition with the 
carriers which seems unfair. 

But the railroad traffic and its earnings are being affected 
in other ways. The great development of super-power systems, 
which is also in line with progress, has almost entirely elimi- 
nated the local steam plant. Scientific research in industry 
resulting in the development of by-products has greatly reduced 
the raw material offered for movement. The decrease in fuel 
consumed as the result of application of scientific principles has 
been enormous, and the rapid strides which have been made 
in the elimination of waste since the war are apparent every- 
where. 

Inland Waterways 


Now we have the inland and what is it? A 
development of a water-borne inland transportation system- 
by the government at the taxpayers’ expense—to operate in 
direct competition with the privately owned railroads, without 
the payment of taxes or interest and without any regulation 
as to rates or otherwise. In fact, if I have been correctly in- 
formed, the federal authorities have recently ordered the rail- 
roads to establish through rates and divisions with the govern- 
ment-owned inland waterways system. 

Is it reasonable that the railroads should be forced into a 
position of being required to stand by ready to furnish the 
public a service if and when they want it?—if they only intend 
to use it when it is convenient to do so, or when storms or 
floods, or snow and ice, or other actions of the elements 
make the use of the railroad more convenient? Isn't it clear 
that if such a dual service seems necessary, that the public 
will eventually, of necessity, have to stand the increased cost 
of a dual service; and isn’t it probable that inasmuch as the 
necessity for the railroads will always exist, the total cost of 
both services will exceed the cost of one good service? 

The present earning power of our railroads is well known. 
In no single year since the passage of the transportation act 
have the railroads as a whole been able to earn the fair return 
which the Congress and the Commission, representing the people 
of this country, said they should earn. This return is based 
on a valuation that does not represent what the railroads be- 
lieve their properties are worth. It is based upon a valuation 
which has been reached by the railroads using a method formu- 
lated by the Commission—which is thoroughly impractical as 
applied to business generally. The work of placing a valuation 
on the railroads of this country has been in progress for fifteen 
years. It is not yet completed—no one knows when it will be 
completed; it has cost over two hundred millions of dollars 
and, so far as I know, only a few of the larger railroad systems 
have had their final valuation named by the Commission, and 
on systems where a valuation has been named it does not cover 
a period beyond 1918. 


Earning Power Threatened 


This earning power of our transportation lines is now 
threatened as never before—not only by the various forms of 


waterway, 
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competition, both subsidized and otherwise—but by 
at the rate structure. It means simply that it endangers the 
railroads’ credit. It has been said that the crux of the rajlrog, 
problem under private ownership was a question of credit 
Conservative estimates indicate that not less than $500,000, 
and preferably a substantially larger sum should be spent by 
the railroads as a whole each year for new and additiona| fa. 
cilities and equipment. This is necessary in order to keep apace 
with the times, and to take full advantage of opportunities for 
more economical operation. : 

A railroad is unlike many other business enterprises, in 
that it is never finished. It is not now doubted by many tha 
the railroads will be called on to move the bulk of this Coun. 
try’s traffic for many years to come. People who invest in 
railroad securities are no different from people who invest in 
any other forms of securities. 
invest their funds so as to get the largest return with safety 
The railroads cannot secure money except from the public—and jt 
requires no unusual reasoning to see that unless their earning 
power is sustained and the rate structure maintained—and q 
proper conception of valuation arrived at by the Commission, 
it will be difficult to obtain new money at rates that can be 
justified. If money cannot be secured, improvements must Stop, 
and when improvements stop on our own railroads we begin 
drifting back. No country can be more prosperious than jt 
transportation system—no matter what they are—and my belief 
is, gentlemen, that the subject requires far greater and more 
serious thought than it has had either at home or at Washington, 

The American people have always been fair when a subject 
is properly understood by them. I am unwilling to believe they 
are desirous of placing the earning power of their transporta- 
tion systems in jeopardy, or that they do not want them to 
earn a return in keeping with the tendency in other forms of 
industry or upon a valuation set up in an entirely different 
form than that followed in all other legitimate lines of business, 
The form of regulation under which they are required to op. 
erate was designed to cover a far different situation than now 
exists. I believe it will be apparent to anyone who carefully 
looks into the situation that some form of relief is not only 
justified, but necessary. The railroads have made _ mistakes 
in the past; they may make some in the future; very few 
business enterprises of such magnitude have been free from 
error. 

The very 





of the railroad business requires that it 
be regulated so far as the public interest requires—but it is 
open to reasonable doubt if this point has not been exceeded 
in the light of present-day’ conditions. Not only are the rates 
regulated—but the rate of return. The earnings are subject 
to recapture in the event they are high in any year—with no 
provision for assistance in years when they are low. Not only 
is the method under which refinancing is done subject to regu- 
lation, but the price to be obtained and the rate of interest 
to be paid passed upon, by authorities who are in no way 
responsible for the successful operation of these great trans 
portation systems. 

Most of the railroads today are in charge of men who have 
devoted their lives to building, developing and equipping our 
wonderful railroad systems. Many of these men are now un- 
dertaking to make their voices heard in connection with this 
situation before a condition is created which will impair the 
high standard and efficient operation of the greatest railroad 
systems on the face of the earth. 


nature 


WABASH CONSOLIDATION PLAN 


The Trafic World Washington Bureau 


The Wabash has notified the Commission that it is prepar- 
ing plans for the creation of one or more trunk line systems 
east of the Mississippi, claiming that the four-party plan could 
not be put into effect without the merging of competitive lines 
in the east and the distortion of existing channels of trade and 
such disruption of trade adjustments as would defeat the 
fundamental safeguards of the transportation act. It said it 
was making the plan without embarrassment by the personnel 
of its stock list, the Pennsylvania being the owner of its stock. 

With a view to bringing the whole matter of eastern cor 
solidations before the Commission at one time, it suggests the 
consolidation of the merger applications or applications 0 
acquire filed by the Pittsburgh & West Virginia, Baltimore & 
Ohio, Chesapeake & Ohio, and the plan of the Nickel Plate to 
acquire the Wheeling & Lake Erie into one proceeding. 


RAILROAD FUEL BILL 


Total cost of coal and fuel oil consumed by Class I railroad 
locomotives in road train service and yard switching service, 
exclusive of switching and terminal roads, for the three months 
ended with March amounted to $87,574,991, as compared with 
$90,830,576 for the same period of 1928, according to statistics 
compiled by the bureau of statistics of the Commission. For 
March the cost was $28,743,217, as compared with $30,645,671 
for March, 1928. 
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Current Topics | 


in Washington | 


If the Commission had made due 
obeisance to the rule laid down in the 
Smyth vs. Ames and Southwestern Bell 
cases, it has been pointed out, with con- 
siderable glee, in some instances, the fund for indigent railroads 
would now be richer than it is by the amount of the recapturable 
('Fallon income plus interest thereon. As the matter stands 
now, the railroads for which the excess income account has 
been set up are and will continue to be “out” the principal and 
interest until the Commission has set up a lawful valuation. 

The O’Fallon lost the point that it and the Manufacturers’ 
Railroad were parts of a single system. If that had been the 
only point in issue, the amount of the recapturable income, 
plus interest from the date of a valid valuation, would have 
to be paid into the treasury, via the Commission, as soon as 
the mandate of the Supreme Court had come down. Failure 
of the Commission to make a lawful valuation saved the O’Fal- 
lon from the payment of interest. Interest cannot be demanded 
until such a valuation has been made. That is one of the points 
settled in the decision. It was not a major point. Even a 
layman could grasp the point that neither the Commission nor 
a man could make a valid demand for interest until it or he 
had complied with the law. The O’Fallon will not owe any- 
thing until the Commission has made such a valuation. 

If the Commission is able to bring itself around to making 
a valuation that, in the estimation of those who believe the law 
laid down in those decisions is really the law, constitutes com- 
pliance with the rule, then the O’Fallon will attack the new 
valuation at the peril of having to pay, not only the amount 
of excess income shown under that valuation, but also interest 
at the rate of 6 per cent from the day such valuation is made. 
But, because the Commission made an effort, as many interpret 
its decision, to show the court that the rule in the two cases, in 
part, is foolish, many railroads have been relieved, for many 
years, from the payment of either principal or interest. Penalties, 
such as interest, do not run against a man unjustly accused. It 
is suggested that the Commission was foolish if it believed it 
coula collect interest before it made a valuation complying with 
the letter of the rule laid down in the two controlling cases. 
The report shows that the court was not much interested in the 
point that the two railroads were parts of single system. It 
said it accepted the finding of the Commission on that point. 

The delay caused by the O’Fallon case, it is probable, will 
cause big systems that believe they have excess income almost 
to “break even” before they are required to pay over anything 
on excess income earned five or six years ago. The further 
litigation, it seems certain, will use up five or six years more. 
lfa big system, in 1924, had income great enough to suspect 
that it owed the government, say, $5,000,000, on account of 
section 15-a, it probably will not have to pay before 1934 or 
even 1936. By that time the interest on the original sum, 
compounded semi-annually, will come near equaling the original 
$5,000,000. Of course, some railroad or railroads will be “nicked” 
for interest some time. The ones that attack sound valuations, 
when they have litigated and the Supreme Court so holds, will 
have to pay interest. Had the O’Fallon valuation been made 
under the Smyth vs. Ames rule, that carrier would have now 
to pay interest on the money not sent to the Commission. When 
the Commission achieves obedience to the rule, the presumption 
is that the railroads whose properties have been valued will 
know that the law has been obeyed. If, then, they think they 
can afford to litigate some more, they will do so at the risk of 
having to pay interest at the rate of 6 per cent when money 
may be obtained in the market places, by those suspected of 
having recapturable income, at rates much less than 6 per cent. 


Since all publications in Russia are under 





VV 
Hindsight on the 
O'Fallon Case 


Railroading strict censorship, incidents tending to show 
in Sovietland poor discipline among Russian railroad em- 


ployes reported in a Russian publication, the 
Mame of which, in English, is “The Economic Life,’ may, it is 
believed, be taken as not traducing the train operatives in 
reports translated by the Department of Commerce and promul- 
gated by the foreign railways section of that department's 
transportation division. On March 27 The Economic Life said: 
Permian Railroad having ex- 
fell off the train just at the 


A certain train conductor of the 
fessively imbibed of alcoholic liquor, 
ume of its departure. At the next station, Cheliabinsk, the train 
Was held up for five hours until the arrival of another train crew. 
OWever, it was found that the fresh force was also in an intoxicated 
condition. An order for a second shift was issued but with no satis- 
laction because this crew was by no means sober. It was necessary 
to call a third crew to accompany the ill-fated train. 
_ At the station Kotelnitch, of the Northern Railroad, the locomo- 
Uve engineer, his assistant and the stoker indulged in a little drink 
While on duty. The assistant engineer left the engine, the stoker 
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fell asleep, and the engineer himself started the locomotive and then 
also fell asleep. The uncontrolled machine passed all switches and 
having travelled 8 kilometers stopped peacefully at the bridge over 
the River Viatka. 

_ At the station Zamchalovo of the Southwestern Railroad the sta- 
tion master sent out the train before the arrival of the previous 
train at the next station had been reported. This expeditious func- 
tioning of the railroad officer resulted in wreckage of 6 cars. 

The train maintenance foreman of the Tomsk Railroad (Siberia), 
did not notify station operators of the repair work being under way 
near station Shishino. The train, sent over the dismantled track, 
fell down the hill; four cars were crushed and three cars put out 
of commission. The damage is estimated at 50,000 rubles. The loss 
of human lives is not reported in either case. The order of the man- 
agement of the Northern Railroad to dismiss the locomotive crew, 
mentioned above, was suspended by the R. K. K. (Workmen’s Conflict 
Committee) on grounds that three men could not get drunk on two- 
and-a-half bottles (almost two quarts) of vodka. The same committee 
did not permit the expulsion of a locomotive engineer, who, while 
drunk, beat up a round-house watchman. The reason for this action 
was that the beating did not have a “systematic character’ and it 
was not done while on duty. 


An account of railroad accidents and the losses incurred will 
be the logical continuation for these stories. While in 1924-25 there 
were 9,932 railroad accidents in Soviet Russia, with a total loss of 


increased to 
number 


1927-28 the number of accidents 
10,000,000 rubles, not speaking of a 


6,800,000 rubles, in 
17,000 and the losses to 
of lives lost. 





J. H. Henderson, speaking for the Iowa 


What Did the commission, and E. B. Smith, for the Omaha 


Veterans Mean? grain interests, made observations in the 
course of their arguments in the Hoch- 
Smith grain case that were not clear in their application. Each 


of them is a veteran among practitioners at the Commission’s 
bar. They may feel privileged to take sly pokes into the ribs 
of the opposition or of the Commission itself. Mr. Henderson 
observed, after saying that he had neither heard the testimony 
in the case nor read the record, consisting of 15,000 pages of 
briefs, 53,000 pages of testimony, and about 1,200 exhibits, that 
his father used to say that “a man never gets old enough to 
quit acting the fool.’ He also said he was appearing for the 
Iowa commission, notwithstanding that, a year or so ago, he 
had retired from practice either for the Iowa commission or 
anybody else. He retired when he was 80. 

There is perhaps not so much mystery as to the application 
of the colloquy, between the man who had overstayed his leave 
because the game was so interesting and the wife who met him 
at the door, told by Mr. Smith. The wife said she did not 
mind about husband staying out to see whether his draw would 
improve, but she was disgusted with his appearance—pieces 
of tobacco on his white shirt front, ashes from his cigar, and 
salad dressing. She wondered why he could not have used his 
eyes to prevent such a mussing of his shirt front. ‘No, Mary, 
it was not possible in a game with that crowd.” Inasmuch as 
Mr. Smith had been talking about the intensity of the compe- 
tition among the primary grain markets, the story could not 
possibly be thought to have referred to the commissioners— 
unless one were extremely suspicious. 

No one has ever asserted that 
President Hoover or the newspaper 
photographers who watch for their prey 
about the white House had, as immedi- 
a Sense of Humor ate ancestors, men and women of the 

sort who obtain huge enjoyment from 
the point of jokes the day after they are told. Yet Mr. Hoover 
put Henry W. Anderson, of Virginia, and former Secretary of 
War Baker on the commission that is going to find out why 
Americans are so lawless. Then, after the event, the photog- 
raphers stood the antagonists in the Chesapeake and Ohio 
merger case alongside of each other so as to make a pictorial 
record of the lion and the lamb lying down together so that 
all men might see—and laugh. 


Neither Hoover Nor 
Photographers Have 


The speech made by Senator Norris, of 
Nebraska Nebraska, in which he made observations about 
Amenities the inability of Henry G. Taylor, former member 


of the Nebraska commission, to discover that a 
big coporation ever could do wrong, and about Taylor's calcu- 
lation that his primary campaign for nomination to a place on 
the commission cost between $800 and $1,000, was bottomed on 
the assertion that the Nebraska commission regulated the 
prices the power companies might charge for electric current 
(See Traffic World, May 25, p. 1251). Therefore the implica- 
tion was that the power companies of Nebraska, in contributing 
to the campaign funds of a candidate for that commission, were 
trying to place the candidate under obligation to them. 

It now appears that Senator Norris was in error in his 
fundamental assumption. The Nebraska commission does not 
fix rates for electricity. But the senator, even if he did not 
have the major premise he seemed to think he had, was able 
to get in more hard licks about the “power trust,” a dragon 
he proposes to slay or cripple by having the government do 
something with Muscle Shoals. 

Henry Ford could not see his way clear to put any of his 
dollars into that enterprise, none of which he puts into an 
industrial enterprise with the idea that he has money enough 
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so that he can, every now and then, back something he is satis- 
fied will not pay him a fair return. Senator Norris thinks the 
thing will make returns for the government even if tax money is 
used to bring the government into competition with men who 
have invested their money in undertakings on the theory that 
the United States will not enter into competition with them. 


Commissioner Eastman’s separate 
view in the case of Indiana Coke and 
Gas Company vs. Ahnapee and Western 
et al., elsewhere in this issue, has been 
read by some as being an invitation 
to those interested in fighting the 
battles of the coal miners of the country to be up and doing 
to prevent the spread of competition between coal and coke, 
especially if the coke is made from the coals of West Virginia 
and Kentucky. His suggestion is that the Commission has no 
such record as it should have as a foundation for prescribing a 
coke scale from Central territory to Western Trunk Line ter- 
ritory. 

*“‘Moreover,” says Mr. Eastman, “the depression in the coal 
mining industry generally, and particularly in these latter 
states (Illinois, Indiana and Pennsylvania), is a matter of com- 
mon knowledge. Under these circumstances it seems to me 
peculiarly important that the rates on coke should be fixed in 
the light of its relative value and transportation characteristics, 
so that it may be given no unfair advantage in this competitive 
struggle.” 

He said the rates prescribed might be consistent with such 
a standard, but as to that he was left in doubt. 

If there were no friction between the miners in Pennsyl- 
vania, Indiana and Illinois, on the one hand, and the miners 
in West Virginia and Kentucky, on the other, as shown in the 
lake cargo coal rate case, the suggestion probably would not 
have attracted any attention. However, the fight between the 
union and non-union miners is notorious. That fight was not 
injected into the coke scale case, so far as the report shows, 
except by the separate, partly concurring view of Commissioner 
Eastman—aA,. E. H. 


RAILROAD EARNINGS 


Class I railroads in the four months ended with April, 1929, 
had a net railway operating income of $353,745,996, which was 
at the annual rate of return of 5.54 per cent on their property 
investment, according to the monthly statement of the Bureau 
of Railway Economics. 

In the corresponding period of 1928 the net was $287,988,314, 
or 4.58 per cent on the property investment. 

By districts the results for the first four months of 1929 as 
compared with the corresponding period of 1928 were stated 
as follows: 


Rates to Regulate 
Competition Between 
Coal and Coke 


Eastern—Net of $188,332,010, and rate of return, 6.18 per cent, 
as compared with net of $143,382,426, and rate of return of 4.78 per 
cent in the 1928 period. 

Southern—Net of $48,258,261 and rate of return of 4.34 per cent, 
as compared with net of $44,142,888 and rate of return of 4.04 per 
cent in the 1928 period. 

Western—Net of $117,155,725 and rate of return of 5.28 per cent, 
as compared with net of $100,463,000 and rate of return of 4.59 per 
cent in the 1928 period. 


Class I railroads in April had a net railway operating in- 
come of $94,204,113, which, for that month, was at the annual 
rate of return of 6.08 per cent on the property investment, as 
compared with a net of $70,617,896 and a rate of return of 4.63 
per cent in April, 1928, according to the bureau’s statement, 
which, in part, follows: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 


This compilation as to earnings in April is based on reports 
—_ 183 Class I railroads representing a total mileage of 241,283 
miles. 


Gross operating revenues for the month of April amounted to 
$513,954,965, compared with $475,054,096 in April, 1928, or an in- 
crease of 8.2 per cent. Operating expenses in April totaled $376,493,- 
833, compared with $363,888,486 in the same month in 1928 or an in- 
crease of 3.5 per cent. 

Class I railroads in April paid $32,847,703 in taxes, an increase 
of $2,075,545, or 6.7 per cent, over the same month in 1928. This 
brought the total tax bill of the Class I railroads for the first four 
months in 1929 to $128,101,942, an increase of $7,978,415, or 6.6 per 
cent above the corresponding period in 1928. 

Twenty-two Class I railroads operated at a loss in April, of 
which eight were in the eastern, two in the southern and twelve 
in the western district. 

Gross operating revenues, for the first four months, in 1929, 
amounted to $1,993,624,219, compared with $1,896,761,351 in the cor- 
responding period in 1928, or an increase of 5.1 per cent. Operating 
expenses for the first four months period of 1929 totaled $1,473,255,- 
957 compared with 1,450,895,524 in the corresponding period the year 
before, or an increase of 1.5 per cent. 

Net railway operating income by districts for the first four 
months with the percentage of return based on property investment 
on an annual basis follows: 
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New England region .......... ; $ 15,607,323 5. The 
Great Lakes region .-- 65,388,105 5.644, 
Central Eastern region 81,221,581 bine 
Pocahontas region ahaa ea 26,115,001 Sone 
Total Eastern district 188,332,010 6.186 
Total Southern district 18,258,261 4.340 
Northwestern region ..... 23,330,969 4.7190 
Central Western region 64,921,768 5.896, 
Southwestern region ....... 28,902,988 4.650, 
Total Western district ...... 117,155,725 5. 28er 
I, ne ener Cee reer $358,745,996 5.54% 


. 
Eastern District 

Gross operating revenues of the Class I railroads in the eastern 
district for the first four months in 1929 totaled $998,038,740, Which 
was an increase of 6.6 per cent over the corresponding period the 
year before, while operating expenses totaled $731,958,199, an in- 
crease of 1.8 per cent over the same period in 1928. 

Class I railroads in the eastern district, for the month of April 
had a net railway operating income of $51,813,522, compared with 
$10,579,715 in April, 1928. 

Southern District 

Gross operating revenues of the Class I railroads in the southern 
district for the first four months in 1929 amounted to $266,621,999 
an increase of 1.4 per cent over the same period the year before 
while operating expenses ‘totaled $197,062,300, a decrease of  seyep: 
tenths of one per cent. 

The net railway operating income of the Class I railroads in the 
southern district in April amounted to $13,519,568, while in the same 
month in 1928 it was $10,732,915. 


Western District 

Gross operating revenues of the Class I railroads in the western 
district for the first four months this year amounted to $728,963,579 
an increase of 4.5 per cent compared with the same period last year, 
While operating expenses totaled $544,255,458, an increase of two per 
cent compared with the first four months the year before. 

For the month of April, the net railway operating income of the 
Class I railroads in the western district amounted to $28,871,023 
The net railway operating income of the same roads in April, 1928. 
totaled $19,305,266. 

CLASS I RAILROADS—UNITED STATES 


Month of April 





1929 1928 
Total operating revenues ...................$513,954,965 $475,054, 096 
TOCH] GPSTACINIS ORMENGCE oocicsccsiccesvcscns 376,493,833 363,888, 486 
MMM, + taliatc) 6 Co: sia Ratner eegie re SS 6.8 ate. 8 0 A098 STS Lb $2,847,703 30,772,158 
Net railway operating income .......... 94,201,113 70,617,896 
Operating ratio—per cent..........cccecsceee 73.25 76.60 


Rate of return on property investment.... 6.08% 4.63% 
Four Months Ended April 30 


Total OMSTRLING FOVOTUOGS 2. cc cccccccsvcccet 


$1,896,761,351 


TOLA!l OPCTAtINE CEPENSES 2.00.2 cccccccceces 1,473,255,957 1,450,895,524 
ME x ooo ae 5 Wh Woe Aas ads & bce: wie Berens 128,101,942 
Net railway operating income.............. 353,715,996 
Operating TatiIO—DPePr COME 2.....66ssecrecsees 73.90 
Rate of return on property investment.... a.D1A% 





RAILROADS’ DEBT TO U.S. 


The railroad indebtedness to the government as the result 
of federal control of railroads now stands at $62,829,872.13, ac- 
cording to the Treasury Department. 

As of March 31, 1929, the indebtedness was $62,875,872.13, 
but since that time the Toledo, St. Louis & Western has reduced 
its loan indebtedness under section 210 of the transportation act 
from $370,000 to $324,000. In the year ended March 31, a total 
of approximately $13,000,000 was paid to the government by the 
railroads on their debts. 

Obligations of carriers acquired and now held by the gov- 
ernment under section 210 (loan section) of the transportation 
act total $57,515,972.13. These obligations by roads follow: 


Alabama, Tennessee & Northern Railroad Corporation......$ 206,500 
Avanses THiarbor ‘Terminal Ralway ... oo... ccccccccscscvscecns 50,000 
ND rr rr er eee 19,386,979 
Caries City Wester FSW AG CO ccc ccccccceccccccsocccss 140,000 
Cnicame GPGORE WOStGrh TAMPORE CO. 256... cccccccccccceesevecs 1,500,000 
Chicago & Western Indiana Railroad Co...............ce0e0. 6,833,000 
DesMoines & Central Iowa Railroad, formerly the Inter- oe 

NNN oa 5 ice wigiba ase w dik 0 1s asc ore 66's sa.w onin Bare eee 633,500 
Fernwood, Columbia & Gulf Railroad Co.................... 20,000 
Fort Dodge, Des Moines & Southern Railroad Co........... 200,000 
Gainesville & Northwestern Railroad Co.................-.: 75,000 
Georgia & Florida Railway, Receivers of................00:: 792,000 
re er eee 18,000 
Lake Erie, Franklin & Clarion Railroad Co...............0. 6,250 
minmeanpous @ Bt. Louis Malroad CoO... cscs ccccceccscescwe 1,382,000 
Missouri & North Arkansas Railway Co...............2e008% 3,500,000 
National Railway Service Corporation. .........cc.cccccceces 2,883,005 
Pent Oe RIO PUMNITOB CO. 55 5ie sc ciccvccecccssdasccasess 872,600 
Beemoera Aw Tame TRAMWAY CO occ. cc ccc cccccctoccsccvcseces 14,443,887 


a) a No 5 igo ean Sw. (ck wr 0 Swe weno 2,356,000 


Rene UI NEI OO oso win oc 5 so 0 25.5: 16: da 0: bre aww rboverw ar018% 17,500 
Toledo, St. Louis & Western Railroad Co., Receiver of...... 324,000 
Vibe. Tee Bete. TROY COs onc cecccsccccccccsceccosces 106,000 
Virginia Southern Railroad Co...........ccceccecucceccceece 38,000 
Waterloo, Cedar Falls & Northern Railway Co.............. 1,260,000 
Wichita, Northwestern Railway Co.............ccccscccccess 381,750 
Wilmington, Brunswick & Southern Railroad Co............ 90,000 


The Treasury holds $201,600 of equipment trust 6 per cent 
gold notes of the Minneapolis & St. Louis Railroad Company. 

It also holds $5,112,300 of obligations acquired under section 
207 of the transportation act (refunding of carrier’s indebtedness 
to the United States) as follows: 


$3,000,000 


Chicago, Milwaukee, St. Paul & Pacific R. R. Co.............$ 00 
212,3 


Kansas, Oklahoma & Gulf Railway Co 
Minneapolis & St. 


DOU TEAMPORE CO iin. oiik.c id decncceecacscceaes 1,250,000 


New York, Susquehanna & Western Railroad Co............ 100,000 
Washington, Brandywine & Point Lookout Railroad Co..... 50,000 
Waterloo, Cedar Falls & Northern Railway Co.............. 500,000 
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COAL CAR PRACTICES 


The Commission, in No. 14968, Victor-American Fuel Com- 
pany et al. vs. Denver & Salt Lake et al., opinion No. 14598, 
155 I. C. C. 34-42, in a report written by Commissioner Aitchi- 
son, as to the nature of the case, said “the question is presented 
whether we should in the face of these admissions attempt the 
practically impossible feat of determining whether complain- 
ants were less ‘crooked’ than the other operators to whom 
counsel referred and if so to determine the extent of the dif- 
ference and award reparation to cover.” 

This report is on further hearing. In the prior report divi- 
sion 5 found the Denver & Salt Lake’s car distribution rules 
and practices, between August 1, 1922, and April 6, 1923, to 
have been unlawful, unreasonable and unduly prejudicial, in 
that, among other things it did not count against each mine’s 
distributive share, the cars furnished for loading railroad com- 
pany coal. It further found that the coal companies which 
were named by the Victor-American as recipients of unfair 
numbers of cars, had received an undue preference with their 
knowledge and consent by reason of their agreement with the 
carrier and the practice of that carrier under the agreement. 


On account of the financial condition of the carrier and 
with a view to helping it over rough financial spots, some of 
the operators agreed to furnish it with coal at a very low rate 
in consideration of the cars they received not being counted 
against their distributive share. 

The prior decision did not go to the questions as to the 
fact and amount of damages, if any, sustained by the com- 
plainants. Such questions were reserved, with the right of the 
complainant to ask for further hearing, which has been held. 
The defendants made motions to dismiss upon three principal 
grounds, summarized by Mr. Aitchison, as follows: 

“That the Victor-American Fuel Company, by its own wil- 
ful, deliberate and systematic fraud and deceit, is precluded 
from recovery, has caused the rating of its mines for purposes 
of car distribution to be unduly, illegally, and dishonestly in- 
fated, and has destroyed the sole basis upon which, if at all, 
recovery could be permitted; that all the complainant coal 
companies are precluded by agreement, acquiescence, and 
estopped from the recovery of any damages from defendant coal 
companies, and that we are without jurisdiction to entertain a 
proceeding for, or to award, reparation against the defendant 
coal companies.” 

In leading up to the declaration as to nature of the case, 
hereinbefore set forth, Commissioner Aitchison said: 


The situation which existed on the defendant railroad company’s 
line Was one of virtual anarchy, so far as the requirements of the 
interstate commerce act were concerned, and the railroad, the com- 
plainants, and their competitors all seem to have elected such a 
course deliberately for the prospect of monetary gain at the expense 
of the others. Counsel for complainants assert that ‘‘everybody up 
there lied about it.’ They are here asking us to determine whether 
in this scramble to violate law they or their neighbors were the more 
successful in securing unlawful rewards. Counsel for complainants 
candidly admitted at the argument that truthful rating reports were 
not made and “that the whole thing out there, from start to finish, 


was crooked’’ and that they were not doing right and that they 
Were not here with clean hands. 
In disposing of the case, Commissioner Aitchison sum- 


Marized the matter by saying: 


The Commission will not undertake to determine the extent of 
complainant’s damages, if any, alleged to have been suffered by rea- 
son of a carrier’s practices in the distribution of coal cars to mines 
when complainant admits that false rating reports upon which car 
distribution was based were rendcred to the carrier under oath and 
that by reason thereof the ratings of its mines were grossly inflated, 
and the basis for ascertainment of damages for tort is uncertain and 
speculative. 

When mine operators concur in an agreement under which other 
operators furnish railway fuel coal at a reduced price on the unlawful 
condition that cars furnished for loading of such fuel coal shall not 
be counted against the mine, the Commission will not undertake to 
determine whether, as between the operators, the concurring operat- 
ors were damaged by reason of such practices. 

Motion to dismiss the complaint of the Victor-American Fuel Co. 
against all defendants in so far as it relates to reparation, sustained. 

Motion to dismiss the complaint of the Bear River Coal Co. and 
the Routt-Pinnacle Coal Co. against defendant coal companies in so 
ar as it relates to reparation, sustained. 


The report said that the record did not clearly show 
whether the Bear River Coal Co. and the Rouett-Pinnacle Coal 
Co. also rendered false rating reports. The Commission, there- 
fore, denied the motion to dismiss the complaint as to damages 
that may have been caused by the practices of the Denver & 
Salt Lake. They were allowed 30 days in which to file a 
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petition for further hearing as to damage and the amount 
thereof, if any. Commissioner Farrell noted a dissent. 


COKE SCALES PRESCRIBED 


The Commission, by division 4, in No. 16243, Indiana Coke 
& Gas Co. et al. vs. Ahnapee & Western et al., opinion No. 14604, 
155 I. C. C. 70-88, has found unreasonable and unduly prejudicial 
the interstate rates on coke, from Terre Haute and Indianapolis, 
Ind., Chicago, Ill., and Milwaukee, Wis., to destinations in west- 
ern trunk line and Illinois freight association territories. For 
the removal of the unreasonableness and undue prejudice the 
Commission has prescribed one scale for western trunk line 
territory, plus distance arbitraries, and another for Illinois ter- 
ritory, rates in accordance therewith to be made effective not 
later than August 15. The report also embraces No. 16611, Citi- 
zens’ Gas Co. of Indiana vs. Alabama Central et al.; No. 19363, 
Milwaukee Coke & Gas Co. vs. Ahnapee & Western et al.; No. 
19403, By-Products Coke Corporation vs. Ahnapee & Western; 
No. 19378, Zenith Furnace Co. vs. Algoma Central & Hudson Bay 
et al.; and No. 19387, Chicago By-Products Coke Co. vs. Ahnapee 
& Western et al. 

According to a concurring, in part, expression of views by 
Commissioner Eastman, the report may be accepted as a report 
of progress. However, he thinks the Commission has not gone 
deeply enough into the subject in that it fails to consider matters 
of fundamental importance, which, in his opinion, eventually will 
require consideration. He said the report contained no informa- 
tion as to the value of coke and that its transportation charac- 
teristics were dismissed with the statement that the average 
loading was approximately 30 tons and that it moved in both 
box and open top cars. He observed that the report said that 
coke was rapidly supplanting coal. He said it appeared that 
coke was produced largely from West Virginia and Kentucky 
coals, so that its competition most seriously affected soft coals 
mined in Illinois and Indiana and the anthracite mined in Penn- 
sylvania. The depression in the coal-mining industry generally 
and particularly in the latter states was a matter of common 
knowledge. The level of the rates on coke, as between Illinois 
and western trunk line territory, he thought, had not been given 
adequate consideration. The report, except to points west of 
the Missouri River, he said, fixed the spread at about 10 per 
cent, western trunk line over Illinois territory. 

“But is this sufficient difference?” asked Mr. Eastman. “The 
financiaal needs of the western trunk lines have been brought 
sharply to our attention in other cases, and they operate in a 
region where the rates on grain and other agricultural products 
are of great relative importance. It would seem that coke is a 
commodity which in such a region might well be called upon 
to bear its full share of the transportation burden.” 

Mr. Eastman said that perhaps the rates prescribed met that 
test, but he said he very much doubted whether the difference 
in level provided between the two territories was as great as 
it should be, transportation and all other conditions considered. 

The title case was filed in August, 1924, but hearing was 
held up on account of conferences, begun in 1925 and continued 
for more than two years, in an effort to reach a compromise. 
The conferences came to naught. In the title complaint rates 
from Terra Hayte to destinations in [Illinois, Iowa, Missouri, 
Nebraska, the Dakotas, Minnesota and Wisconsin were assailed 
as unreasonable and in comparison with rates from Chicago, East 
St. Louis and Granite City, IIl., St. Louis, Mo., Indianapolis, Ind., 
Milwaukee, Wis., and St. Paul, Minn., unduly prejudicial. No. 
16611, the report said, was essentially the same as the title case, 
except that the rates were those from Indianapolis and undue 
prejudice was alleged in addition as arising out of rates from 
additional coke producing points such as Joliet, Ill., Chattanooga, 
Tenn., Birmingham, Ala., and Indiana points taking Chicago rates, 
and the rates te specified points in Kansas were assailed as 
unreasonable. 

In No. 19378, the Zenith complaint, the rates from Duluth, 
Minn., to destinations in Minnesota, Wisconsin and the upper 
peninsula of Michigan were assailed as unreasonable and unduly 
prejudicial as compared with the rates from Sault Ste. Marie, 
Ont. The report said that the other cases raised substantially 
the same issues as the Terre Haute and Indianapolis complaints, 
except that the rates from Chicago and Milwaukee were assailed 
therein and Terre Haute, Duluth and Sault Ste. Marie were in- 
cluded among the preferred points. The Milwaukee complainant, 
the report said, also put in issue, under section 13, the Illinois 
state rates. Others of the complaints, according to the reports, 
put in ‘issue the Wisconsin rates. The Milwaukee complainant 
also assailed the Wisconsin state rates from Milwaukee to Wis- 
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consin destinations in complaints filed with the Wisconsin com- 
mission. The cases were heard together by a federal commission 
examiner and a member of the Wisconsin commission. Many 
interventions were filed, including the South Dakota commission, 
gas and coke companies and the Alabama Iron & Steel Shippers’ 
Conference. 


The Commission said that the scales prescribed would re- 
move the undue prejudice and preference that existed between 
the rates from Terre Haute, Indianapolis, Chicago and Milwau- 
kee. It said it believed the scales would also remove any 
undue prejudice that might exist with respect to the rates from 
Indianapolis as compared with those from Birmingham. 

The issues raised under sections 3 and 13 with respect to 
rates within Illinois and Wisconsin, the Commission said, would 
not be passed upon at this time, but would be left to the regu- 
latory bodies of those states with a view to action by them to 
bring about a substantial uniformity of rates, state and inter- 
state. Nor, said the Commission, would it pass, at this time, 
on the issue of undue prejudice and preference in respect of 
rates from Sault Ste. Marie and Duluth to the Twin Cities. It 
said the rates from both places were lower than they would be 
under the western trunk line scale herein prescribed and that 
the spread between the existing rates was less than it would 
be under the scale. All the matters left undecided were left in 
condition to be brought back to the Commission in the event 
of their not being satisfactorily handled by the state commis- 
sions and railroads. 

The customary rule for calculating distances for the ap- 
plication of the scales was incorporated in the findings. The 
Commission said that specific point to point rates should be 
published and not merely the distance scales. Upon this record, 
the Commission said, no good reason was apparent why the 
rates to Missouri River cities, Mississippi River crossings, or 
other destinations should be grouped on this traffic, all of which 
was apparently consumed at destination. Upon appropriate 
application, the Commission said, consideration would be given 
to the matter of fourth section relief to enable circuitous lines 
to meet the rates prescribed herein over the direct lines and 
to maintain higher rates at intermediate points. The basis for 
the western trunk line scale, the foundation one in this !case, 
the report says, is the scale prescribed by division 2 in Warren 
Coke Co. vs. Santa Fe, 112 I. C. C. 71, built around the $3.25 
rate, per net ton, prescribed in that case, from St. Louis to the 
Missouri River cities, for the average distance of 340 miles, 
although, says the report, to make the progression uniform, 
the rates from 340 miles is raised to $3.30. The findings, other 
than those hereinbefore indicated, and the scales, follow: 


We find that the interstate rates on coke, in carloads, from Terre 
Haute and Indianapolis, Ind., Chicago, Ill., and Milwaukee, Wis., 
to destinations in Iowa, Missouri, Nebraska, South Dakota, Minne- 
sota, and Wisconsin on and east of the Missouri River and on and 
east of the line of the Chicago, Milwaukee, St. Paul & Pacific Rail- 
road extending from Sioux City, Iowa, through Canton, S. Dak., 
to Sioux Falls, S. Dak., and the line of the Great Northern Railway 
extending from Sioux Falls, S. Dak., through Wilmar, Minn., to 
and including Duluth, Minn., except west-bank Mississippi River 
crossings in lowa and Missouri, and except destinations in Wiscon- 
sin on and east (or south) of the line of the Chicago, Milwaukee, 
St. Paul & Pacific extending from and including Milwaukee, through 


Watertown, to Madison, Wis., and the line of the Chicago & North 
Western Railway extending from Madison to Dodgeville, Wis., and 
the line of the Illinois Central Railroad extending from Dodge- 


ville, through Dill, Wis., to the Wisconsin-Illinois boundary, are, and 
for the future will be, unreasonable to the extent that they exceed, 
or may exceed, rates based upon the distance scale set forth in 
Appendix 5 and designated ‘western trunk-line scale,’’ which rates 
we find are and will be reasonable. 

We further find that the interstate rates on coke, in carloads, from 
Terre Haute, Indianapolis, Chicago, and Milwaukee to destinations 
in South Dakota and Minnesota on or east of the Missouri River 
and west or north of the above-described lines ofgthe Chicago, Mil- 
waukee, St. Paul & Pacific from Sioux City to Sioux Falls and the 
Great Northern thence to Duluth are, and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, rates 
based upon the distance scale set forth in Appendix 5 and designated 
“western trunk-line scale,’’ plus the distance arbitraries set forth in 
said appendix for application to that part of the hauls which shall 
take place west or north of the above-described lines of the Chicago, 


Milwaukee, St. Paul & Pacific from Sioux City to Sioux Falls and 
the Great Northern thence to Duluth, which rates we find are and 
will be reasonable. 


We further find that the interstate rates on coke, in carloads, from 
and to the points described in the two preceding paragraphs are, and 
for the future will be, unduly prejudicial to complainant at Terre 
Haute, Indianapolis, Chicago, and Milwaukee and unduly prefer- 
ential of their competitors at St. Louis, Mo., and Granite City, IIl., 
to the extent that the rates from Terre Haute, Indianapolis, Chi- 
cago, and Milwaukee exceed, or may exceed, the interstate rates con- 
temporaneously maintained by defendants on the same commodity 
for like distances from St. Louis and Granite City to the same des- 
tination territory. 

We further find that the interstate rates on coke, in carloads, 
from Terre Haute, Indianapolis, Chicago, and Milwaukee to desti- 
nations in Illinois and in that portion of Wisconsin on or east (or 
south) of the above-described line of the Chicago, Milwaukee, St. 
Paul & Pacific from Milwaukee to Madison, thence the Chicago & 
North Western to Dodgeville, thence the Illinois Central to the 
Wisconsin-Illinois boundary, and to west-bank Mississippi River 
crossings in Iowa and Missouri, are, and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, rates 
based on the distance scale set forth in Appendix 5 and designated 
“Tllinois territory scale,’’ which rates we find will be reasonable. 

We further find that the interstate rates on coke, in carloads, 
from and to the points described in the next preceding paragraph 
are, and for the future will be, unduly prejudicial to complainants 
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at Terre Haute, Indianapolis, Chicago, and Milwaukee and unduly 
preferential of their competitors at St. Louis and Granite City ti 


the extent that the rates from Terre Haute, Indianapolis, Chica 
and Milwaukee exceed, or may exceed, the interstate rates conte 0, 
poraneously maintained by defendants on the same commodity “ 
like distances from St. Louis and Granite City to the same dest, 
nation territory. at 
We further find that the interstate rates on coke, in carloads, fr, 
Indianapolis to Topeka, Pittsburg, Iola, Baxter, Independence tom 
Salina, Kans., and to Springfield and Joplin, Mo., are, and for the 
future will be, unreasonable to the extent that they exceed, or one 
exceed, rates based on the distance scale set forth in Appendix J 
and designated ‘‘western trunk-line scale,’ plus the distance arbi. 
traries set forth in said appendix for application to that part ¢ 
the hauls which take place west of the Missouri River. ” 
APPENDIX 5 Il 

terri- 
Western roa 
trunk- — geale 


Western Til. 
trunk- territory 


line seale, scale, line scale, rates 
rates per rates per rates per per 
Distance 2,000 2,000 Distance 2,000 2.00 
Miles Miles pounds pounds Miles Miles pounds pounds 
10 and under...... $1.00 $0.90 360 and over 340....$3.40 $3.10 
20 and over 10.... 1.10 1.00 380 and over 360.... 3.50 294 
30 and over 20.... 1.20 1.10 100 and over 380.... 3.60 9 9: 
40 and over 30.... 1.30 1.20 420 and over 400.... 3.70 33 
50 and over 40.... 1.40 1.30 440 and over 420.... 3.80 3 4° 
60 and over 50.... 1.50 1.35 160 and over 440.... 3.90 95 
70 and over 60.... 1.60 1.45 480 and over 460.... 4.09 3 64 
80 and over 70.... 1.70 L.é 500 and over 480.... 4.10 3.70 
100 and over 80.... 1.85 1.6 530 and over 500.... 4.20 3.80 
120 and over 100.... 2.00 1.3 560 and over 530.... 4.30 3 44) 
140 and over 120.... ,2.15 4.8 590 and over 560.... 4.40 4,00 
160 and over 140.... 2.30 2. 620 and over 590.... 4.50 4.10 
180 and over 160.... 2.45 2.2 650 and over 620 . 4.60 11; 
200 and over 180.... 2.60 2. 680 and over 650.... 4.70 4.95 
220 and over 200.... 2.70 2. 710 and over 680.... 4.80 4.35 
240 and over 220.... 2.80 2.5 740 and over 710.... 4.90 4.45 
260 and over 240.... 2.90 2: 770 and over 740.... 5.00 
280 and over 260.... 5.00 2. 800 and over 770.... 5.10 
300 and over 280.... 3.10 2. 830 and over 800.... 5.20 
320 and over 300.... 3.20 Ze 860 and over 830.... 5.30 
340 and over 320.... 3.30 3: 890 and over 860.... 5.40 





DISTANCE ARBITRARIES 

To points in South Dakota and Minnesota north or west of the 
line of the Chicago, Milwaukee, St. Paul & Pacific extending from 
Sioux City, Iowa, through Canton, S. Dak., to Sioux Falls, S. Dak, 
thence the line of the Great Northern through Willmar, Minn., to 
and including Duluth, Minn., and to Topeka, Pittsburg, Iola, Baxter, 
Independence, and Salina, Kans., and to Springfield and Joplin, Mo., 
the following amounts shall be added to the western trunk-line scale 
shown above for distances in South Dakota and Minnesota north or 


west of the above-described line and for distances in Kansas and 
Missouri west of the Missouri River: 

Cts. per Cts. per 

2,000 2,000 

Distance lbs. Distance Ibs 

20 miles and under.......... 15 160 miles and over 120......... 35 

40 miles and over 20......... 20 200 miles and over 160......... 40 

80 miles and over 40......... 25 280 miles and over 200......... 45 

120 miles and over 80......... 30 360 miles and over 280......... 0 





GRAIN PROPOSALS CONDEMNED 


Viewing the proposals of the railroads as efforts to dictate 
the territory in which grain and grain products originating on 
their lines should be marketed, the Commission, by division 3, in 
I. and S. No. 32338, proportional rates on grain, grain products 
and hay from Kansas City group to points in Illinois, Mississippi 
and to southeastern territory, has found not justified the pro- 
posed cancellation of proportional rates on the commodities men- 
tioned, from points in southwestern Missouri and southeastern 
Kansas to destination in Missouri, Illinois, Arkansas, Mississippi, 
Alabama, Louisiana, Kentucky, Florida, Tennessee, Oklahoma 
and Texas. The suspended schedules have been ordered cancelled 
and the proceedings discontinued. 

Grain men at Springfield, Mo., Pittsburgh, Kans., Lamar, 
Mo., and other places protested and procured the suspension of 
the schedules. The points from which the proportional rates 
marked for cancellation applied were served, the report said, by 
two or more of the three respondents, Missouri Pacific, St. Louis- 
San Francisco and Kansas City Southern. The cancellation of 
the proportionals, the respondents said, would not result in it- 
creased rates to southeastern Missouri, Arkansas, Memphis, 
Tenn., and Mississippi for the reason that there would be avail- 
able to shippers joint or local one-factor rates from grain-pro- 
ducing territory to these destinations less than the combinations 
of locals to and proportional rates from the protesting points. 

The Commission said it was of the opinion that, in the ab 
sence of undue prejudice and preference, the respondents could 
not be required to maintain proportional rates such as these 
where they provided practically a full line of through rates fror 
producing to consuming points with liberal transit arrange 
ments at intermediate points. But it found that the carriers 
were maintaining proportionals from Kansas City to the destl 
nation territory generally the same as those at Springfield. The 
protestants testified that the cancellation of their proportionals 
without cancellation of proportionals from Kansas City would 
shut them out of markets which competitors at Kansas City 
could reach on the proportionals from that market. The carriers 
undertook to justify the continued maintenance of proportionals 
from Kansas City by means of cases in which the Commission 
discussed the so-called primary markets, such as Kansas City. 
The Commission said the cited cases differed in their facts from 
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the situation that would result from the proposed cancellation 
of roportionals from Springfield but not from Kansas City. 
“Wwe are of the opinion and find,’ says the report, “that 
he cancellation of the proportional rates from Springfield to 
these destinations would result in undue prejudice to protestants 
at that point and undue preference of their competitors at Kan- 


sas City. : ? . 
. With regard to the point that the carriers were controlling 


the markets in which the protestants might sell, the Commission 
said: 

It is not disputed that grain, grain products, and hay ordinarily 
iid not move on combinations of the full local rates which would 
pon the cancellation of the proportional rates where, as here, 
substantially lower joint or local one-factor rates from the 
ame general origin territory to the same destinations. Respondents’ 
sition, in substance, is that such grain, grain products, and hay 
will and should seek markets to which one-factor local rates or joint 
tes are now maintained. In other words, respondents seek to con- 
trol, through the cancellation of the proportional rates, the markets 
at Which grain and hay produced on their lines may be sold. Ship- 
pers are entitled to move their products to any market at reasonable 
and nonprejudicial rates. <A carrier has no right, by means of rate 
,jjustments, to dictate the territory to which industries on its line 
must sell. We have repeatedly condemned the action of carriers in 
adjusting rates so as to impede or stifle the movement of commod- 
ities in any direction. Wyoming Coal Co. vs. V. Ry. Co. 98 I. C. C. 
498, 491, and cases there cited. 


wot 
apply u 
there are 





C. & A. GRAIN TRANSIT 


With Commissioner Aitchison noting a dissent, the Com- 
mission, by division 3, in I. and S. No. 2303, transit provisions on 
grain and related commodities at points on the Chicago & Alton, 
has permitted the carrier mentioned to bring its practice in 
respect of transit on grain moving on proportional rates into 


line with the practice of other carriers. The Commission has 
found justified the proposed cancellation, by the Alton, of 
transit arrangements applicable on grain moving on _ propor- 


tional rates from Pekin and Peoria, Ill., to trunk line and New 
England territories. The order of suspension has been vacated 
and the proceeding discontinued. 

The proposal affected, principally, the report said, a small 
amount of grain that originated at landings on the Illinois 
River that moved to Pekin or Peoria by boat and thence over 
the Alton and its connections with a stop for transit at Chicago. 
The Alton tariffs permit transit, except milling, on proportion- 
als. The arrangement marked for discontinuance, the report 


said, Was an exception to the general rule, originating in a 
nistake on the part of the publishing agent. Lines east of 


Chicago objected to the exception. The report said that the 
grain in question, moving on proportionals, could obtain the 
usual transit privileges at Peoria. The Chicago Board of Trade 
and the Turner-Hudnut Company, a dealer at Pekin, objected 
to the elimination of Chicago as a point at which the grain in 
question could be stopped, the latter claiming that, at times, 
the storage facilities at Pekin and Peoria were inadequate and 
that the facilities of the Chicago dealers were needed at times 
to take care of a surplus, especially when there was no satis: 
factory market in the east. The Commission said that cancel- 
lation of the present transit arrangements would make the Chi- 
cago market less of a factor in the competitive buying of grain 
in the Illinois River valley than at present. 


ST. LOUIS FREIGHT TRANSFER 


Plans of the railroads serving the St. Louis-East St. Louis 
terminal district, to simplify their operations in the receipt, 
delivery and transfer of freight by means of drays and trucks, 
by employing a single transfer company, and the abolition of 
off-track stations, have been found not violative of the inter- 
state commerce act in No. 19594, transfer of freight within St. 
Louis and East St. Louis by dray and truck for and on behalf 
of railroads, opinion No. 14610, 155 I. C. C. 129-179. The report 
also embraces I. and S. No. 2934, off-track station and con- 
structive receipt and delivery of freight at St. Louis, Mo., and 
East St. Louis, Il. 

_ The report, written by Commissioner Porter, is summarized 
In the head notes as follows: 


|. That the proposal of carriers, other than the Chicago & Alton, 


lo employ a single transfer company tor the operation of off-track 
Stations and the haulage between such stations and the on-track 
Stations of the railroads, and in the interchange of freight between 


railroads is not violative of any provision of the interstate commerce 
act. 

2. That the proposal of carriers, other than the Chicago & Alton, 
fo reduce the number of off-track stations in St. Louis from 12 to 7, 
and at East St. Louis from 3 to 2, will not be harmful to the public 
interest or result in unreasonable and inadequate service. 

3. That the present and proposed maintenance of a constructive 
Station at the west end of Eads Bridge as an aid to the direct receipt 
and delivery of freight from and to shippers and consignees is not 
unlawful and, as at present operated, does not result in unlawful 
practices. 

4. That the proceedings will be held open in order to afford oppor- 
tunity to respondents to enter into a cost study of the service consid- 


fred and to prepare new tariffs and contracts in the light of such 
Study, to be presented at a further hearing. 
The formal docket case, as shown in the summary, was 
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duct an inquiry into the arrangement proposed by all the car- 
riers, other than the Chicago & Alton. That carrier, at the 
time the proceeding was instituted, had not acceded to the 
proposition, but it was not fighting the plan. 

The findings amount to a general approval of the plan, but 
Commissioner Porter said that “there are certain features of 
respondents’ proposals which we are not prepared to approve 
at this time.” Among the most important of the features of 
the proposals was “the complete lack of any showing that the 
allowances to be paid for these trucking services are based upon 
a cost study.” 

On the.contrary, said Mr. Porter, in spite of the compara- 
tive ease with which such a study could have been made, he 
said the Commission found that the allowances proposed for 
off-track station service represented nothing more than a vague 
sort of compromise. Moreover, he said there was a complete 
lack of balance as between the allowances and those proposed 
for direct delivery service. Therefore the proceedings were 
held open to permit the railroads to make a cost study with 
a view to determining the costs of the various services to be 
performed in connection with off-track station receipt and de- 
livery, interchange between the railroads, and in direct deliv- 
eries. The railroads desired to put the plan into effect for 
90 days without making a cost study, but the Commission would 
not permit that, pointing out that such an experiment might 
spell the doom of one of the two transfer companies now serv- 
ing them and leave only one, with which the railroads could deal 
at the end of the experimental period. 

The Commission said that it would allow the carriers to 
amend their tariffs so as to eliminate a present allowance of 
7 cents per 100 pounds by east-side lines and an allowance of 
4 cents by west-side lines for the transfer of carload freight. 
It said that the respondents might, if tSey desired, discontinue 
the Columbia stations proposed to be abandoned, while the 
cost study was in progress, so that any saving resulting from 
the concentration of the Columbia’s tonnage would reflect itself 
in the cost study. Otherwise, the report said, the cost study 
should proceed at once. The report said that when it was 
completed, the proceeding would be set down for further hear- 
ing to enable the carriers to introduce the results of the study 
into the record, subject to cross-examination. At that time, the 
report said, the carriers should be prepared to advance the 
figures deduced from their studies as their proposed allow- 
ances for the Commission’s approval or amendment. 


Commissioner Eastman, concurring in part, said he agreed 
that the constructive station plan of delivery was of public 
advantage and under the conditions existing in St. Louis, not 
unlawful. But he expressed the belief that the suspended 
schedules should have been found not justified in their present 
form. He did not like the idea of the railroads employing only 
one transfer company to the exclusion of other draymen and 
transfer agencies. 

Commissioner McManamy dissented, saying he did not be- 
lieve, among other things, that the number of stations to be 
continued would be adequate. He also objected to what he 
called the transfer monopoly that would be created. 

Commissioner Farrell, also dissenting, said he was unable 
to agree with the majority concerning constructive stations. 
In his opinion, the duties placed upon carriers by sections 1 
and 6, he said, could not be performed by constructive stations. 
Commissioner Aitchison concurred in Mr. Farrell’s dissent. 


RATES ON REFRIGERATORS 


The Commission, by division 3, in I. and S. No. 3246, house- 
hold refrigerators between points in western trunk line territory, 
has found not justified the proposal to cancel carload commodity 
rates on the commodity mentioned, between points in western 
trunk line territory on and east of the Missouri River and in 
Illinois territory and between territories mentioned. It has 
found justified the proposal to cancel both carload and less-than- 
carload rates on refrigerators, from points in Wisconsin to 
destinations in central territory. Suspended schedules have been 
ordered to be cancelled except as to the proposals found justi- 
fied. As to the rates found justified, the order of suspension 
has been vacated and the proceeding discontinued. 

The revision proposed was part of the program begun by 
the carriers following recommendations made by the Commis- 
sion in Illinois Classification, 55 I. C. C. 312, to correct in- 
consistencies in rate relationships, and, later, extended by the 
carriers in western trunk line territory following the Com- 
mission’s decision in Revenues in Western District, 113 I. C. C. 
3, to include rates on commodities which the carriers thought 
were not producing their fair share of the revenues. The rates 
here proposed, the report said, were intended primarily to re- 
move disparities and bring about uniformity in the basis of 
rates on refrigerators in Illinois territory and in central terri- 
tory. 
The Commission divided the case into two parts, rates be- 
tween western trunk line and Illinois territories, and rates from 
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Wisconsin to central territory. The first were found not justified 


and the second justified. 


SILICA SAND FORMULA 


Upon reconsideration in No. 17817, Sub. No. 1, Illinois 
Silica Sand Traffic Bureau vs. Santa Fe et al., and cases grouped 
therewith, the Commission, by division 1, in a report written 
by Commissioner Taylor, has modified the formula for comput- 
ing distances under rates found reasonable in original reports, 
152 I. C. C. 749; 153 I. C. C. 469, and 721. 

In the original report in the title case, said Commissioner 
Taylor, the Commission prescribed a distance scale of rates on 
washed or processed silica sand, and on crude silica sand, from 
the Ottawa, IIl., sand district, to various destinations in Indiana, 
Michigan, and Wisconsin. It was provided that distances under 
this scale “shall be determined by the shortest routes over which 
traffic can be moved without transfer of lading’ and that “lines 
under common ownership or control shall be considered as a 
single line, except where a portion of the same railroad is used 
more than once, it may be considered as a separate line each 
time it is used.” 

The Commission said that in the original reports in the 
remaining cases, reported in 109 I. C. C. 346; 153 I. C. C. 469 
and 721, with the exception of No. 15833, rates on the com- 
modities involved were prescribed on the basis of the scale 
referred to, from the Ottawa district to various destinations 
in Ohio, Michigan and Indiana. 

Distances under the rates prescribed, the Commission now 
finds, should be determined in the manner used by the carriers 
in central territory respecting class rates as set forth in the 
C. F. A. Class Scale Case, 45 I. C. C. 254. The finding is with- 
out prejudice to any different conclusion that may be reached 
following decision in No. 15879, Eastern Class Rate Investiga- 
tion, now pending. 

The report also embraces No. 15833, Keokuk Shippers’ As- 
sociation et al. vs. B. & O. et al.; No. 17272, Proctor and Gamble 
Co. vs. B. & O. et al.; No. 17272 (Sub-No. 1), Philip Carey Manu- 
facturing Co. and Chatfield Manufacturing Co. vs. Same; No. 
17272 (Sub-No. 2), Nivison-Weiskopf Co. and Standard Silicate 
Co. vs. Same; No. 17338, Charles Boldt Glass Co. vs. Same; 
No. 17822, River Raisin Paper Co. vs. C. B. & Q. et al.; No. 
16250, Indiana State Chamber of Commerce vs. B. & O. et al.; 
No. 16296, Terre Haute Chamber of Commerce vs. B. & O. Chi- 
cago Terminal et al.; No. 17060, Frohman Chemical Co. vs. 
B. & O. et al. 


HAY SHIPMENT COMPLICATIONS 


On a finding that movement of a carload of hay from Ocala, 
Fla., to Tampa, Fla., previously shipped from Uniontown, Kan., 
to Memphis, Tenn., and reconsigned to Ocala, was intrastate, 
that the charges collected on the traffic from Uniontown to 
Ocala were not unreasonable but that there was an undercharge, 
the Commission, by division 5, has dismissed the complaint in 
No. 20744, C. F. Arnold & Co. vs. Missouri Pacific et al. 

Charges were collected on the basis of rates to and beyond 
Ocala, plus $2.25 apparently for reconsignment at Memphis and 
$5.85 for reconsignment at Ocala, said the Commission. It said 
the applicable reconsignment charge at Memphis was $6.30. 

Under the facts of record, said the report, the question arose 
as to the character of the movement beyond Ocala and whether 
the Commission had jurisdiction over that movement. 

“These facts,” said the Commission, “considered in the light 
of the principles announced in Woodward & Son vs. S. Ry. Co., 
153 I. C. C. 575, and the cases cited therein, amply support the 
conclusion that the shipment from Ocala to Tampa constituted 
an intrastate movement, entirely separate from and independent 
of the previous interstate movement. We are, therefore, with- 
out jurisdiction over the charges for the movement beyond 
Ocala. The rate charged to Ocala was applicable. The evidence 
of record is insufficient to support a finding that this rate, or 
the — reconsignment charge at Memphis, was unreas- 
onable.” 

Commissioner Porter, concurring, said that by reason of 
the decision in the Woodward case, from which he dissented, 
believing the shipment therein to have been in interstate com- 
merce, “I am concluded in this case and, following that deci- 
sion, concur in the result herein announced.” 








NAVAL STORES FROM S. A. PORTS 


Proposed joint rates on turpentine and rosin from south 
Atlantic ports and interior points to destinations in Candaa 
have been found not justified by the Commission, division 3, 
in I. and S. No. 3183, naval stores from south Atlantic ports 
to Canadian destinations. The suspended schedules have been 
ordered canceled and the proceeding has been discontinued. 

Commissioner Taylor, author of the report, said a general 
revision of the rates on naval stores from southern producing 
points to the eastern section of the United States generally, 
to which rates to the destinations here considered should be 
properly related, was being considered by the carriers partici- 
pating in that traffic, 
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“Pending the outcome of such revision,” said he, “th 
changes proposed in the schedules here under suspension shoul 
not be permitted to become effective. The proposed tat, 
would be relatively much higher than the rates on like trag, 
to central and trunk line territories.” 





LUMP COAL TO SALINA, KAN. 


Intermediate rates on lump coal from mines in Kansas, Mis 
souri, Arkansas and Oklahoma to Salina, Kan., have been foun 
unreasonable for the future, but not in the past, and reagona}y, 
rates have been prescribed by the Commission, division 3 in 
No. 20426, Salina Chamber of Commerce vs. Arkansas Westen, 
et al., embracing also a subnumber, Midwest Coal Associatigy 
vs. Santa Fe et al. 

The Commission found that the rates assailed would } 
unreasonable to the extent they now exceeded or might excog 
the following rates per ton of 2,000 pounds: From Rich yi 
group, $1.90; from Pittsburg group, $2.10; from Arkansag-Oxj,. 
homa group, $3.10; from Spadra group, $3.35, and from Tulg 
group, $2.85. The rates are to be established on or befor 
August 15. 

Commissioner Aitchison, dissenting, said that for the reason 
stated in his dissenting expression in Albert Silk Coal Co, ys 
A. T. & S. F., 120 I. C. C. 69, he could not concur in the cop. 
clusions of the majority in this case. 





THREE-WAY GRAIN TRANSIT 


With a view to holding the situation static until No. 17009, 
part 7, Hoch-Smith grain has been disposed of, the Commission, 
by division 3, in a report written by Commissioner Aitchison, 
in I. and S. No. 3126, transit on grain and grain products a 
points on the Santa Fe and the Rock Island, has found not 
justified proposed increases in the through charges on grain 
and products, from Oklahoma and Kansas to destinations jp 
Texas and the southwest which would result from changes in 
the transit rules. The proposal was to change the tariffs so 
that When grain was stored or milled in transit, the so-called 
“three-way” or triangular ‘rate rule would apply. 

Millers in southern Kansas and northern Oklahoma made 
the most urgent protests. Their charges would be increased 
by the application of that rule, hence their protests. The rule, 
in substance, provides that the through rate applicable on the 
traffic from origin to final destination shall be the highest of 
three factor rates in the triangle, namely, either from origin to 
destination, or from the point of origin to the transit point, or 
from the transit point to. final destination. Some of the ir 
creases would be as much as from 30 to 43 cents. 

Commissioner Aitchison said that the Commission recog: 
nized the inherent justice of the rule which provided that the 
through rate from the point of origin to final destination should 
not be less than the contemporaneous rate from the authorized 
transit point to final destination. But he said the entire south- 
western grain and product rate structure was under investiga: 
tion in the case mentioned; that both protestants and respondents 
had introduced evidence in that proceeding respecting the very 
rate adjustments here involved. Pending a decision in that 
investigation, Mr. Aitchison said the Commission felt that the 
situation herein outlined, upon this meager record, should not 
be disturbed. The suspended schedules have been ordered cal- 
celled and the proceeding discontinued. 


COMMISSION REPORTS 


Crude Phosphate Rock 
No. 21143, Jackson Traffic Bureau for Jackson Fertilizer Co. 
vs. Atlanta, Birmingham & Coast et al. By division 5. Complaint 
dismissed, rate on crude phosphate rock, Bartow and near-by 
points in Florida to Jackson, Miss., not unreasonable or unduly 
prejudicial. 


Cottonseed Hull Shavings 


No. 20452, Alexandria Bedding Co. vs. Beaumont, Sour Lake 
& Western et al. By division 5. Complaint dismissed; rate 
charged on a carload of cottonseed hull shavings, Houston, 
Texas, to Alexandria, La., not unreasonable or unjustly dis 
criminatory. 

Soap and Soap Powders 

No. 18840, Swift & Co. et al. vs. St. Louis-San Francisco et 
al. By division 3. Rates on soap, soap powders, washing pow 
ders and scouring and cleansing compounds, carloads, Chicag0, 
Ill., Calumet-East Chicago, Ind., and South Omaha, Neb., to 
some destinations in southern Kansas and to all destinations 
in Oklahoma and Texas, unreasonable to the extent they & 
ceeded the contemporaneous combinations over the routes of 
movement. Reparation awarded. Like rates to certain desti- 
nations in Missouri and New Mexico not unreasonable. 


Cocoa Beans 
No. 21083, Warfield Chocolate Co. vs. Boston & Maine et 
al. By division 3. Complaint dismissed; ratings and rates 0 
cocoa beans, carloads, Boston, Mass., New York, N. Y., and 
Philadelphia, Pa., to Chicago, Ill., and chocolate coating, Chi 
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9 to Sioux City, Ia., on shipments moving prior to the effec- 
date of the order in Cocoa Manufacturers’ Association vs. 
v., 126 I. C. C. 561, not unreasonable. 


Contractors’ Equipment 
No. 21312, Hope Engineering & Supply Co. vs. Burlington 
a al. By division 5. Complaint dismissed; carload of con- 
tractors’ equipment, Stafford, Tex., to Carlyle, Mont., not mis- 
routed. Complaint alleging that the rate charged on that ship- 
nent Was unreasonable and unduly prejudicial, barred by the 
statute of limitations. 


cag 
tive 
4. & 


Lumber 

No. 21131, Oden-Elliott Lumber Co. vs. Southern. By divi- 
jon 5. Rate on lumber, Silver Run, Ala., to Atlanta, Ga., un- 
reasonable, past, present and future, to extent it exceeded, 
exceeds Or May exceed 11.5 cents per 100 pounds. Order for 
future effective on or before August 15. Reparation awarded. 

Apples and Cabbage 

No. 20736, Fitch & Wilkinson vs. S. A. L. et al. By division 
3 Complaint dismissed on finding applicable and not unreason- 
able or Otherwise unlawful standard refrigeration charges on 
two mixed carloads of apples and cabbage, Potomac Yard, Va., 
to Jacksonville, Fla., originating at Wilson, N. Y. Commissioner 
Aitchison dissented. 

Candy 

No. 21290, J. G. McDonald Chocolate Co. vs. B. & O. et al. 
py division 5. Reparation of $9.96, with interest, awarded on 
fnding unreasonable rate on candy, carloads, Salt Lake City, 
Utah, to New York, N. Y., to extent charges thereunder exceeded 
those that would have accrued at the aggregate-of-intermediate 
rates of $2.325 contemporaneously in effect from points in Cali- 
fornia, Nevada and Utah west of Salt Lake City to New York. 


Coal 


No. 21331, Metal & Thermit Corporation vs. I. C. et al. By 
division 2. Complaint dismissed on finding charges on one car- 
load of coal, Martwick, Ky., to East Chicago, Ind., not unrea- 
sonable. . 





L. & A. SECURITIES 

By supplemental order in Finance No. 7076, control and 
operation of Louisiana & Arkansas Railway Company and Lou- 
isiana Railway & Navigation Company, the Commission, by 
division 4, has authorized the Louisiana & Arkansas Railway 
Company to pledge and repledge from time to time, but net 
beyond December 31, 1929, not exceeding $3,250,000 of first 
mortgage 5 per cent bonds as collateral security for any renewal 
or renewals of a note for $2,600,000. 

In the prior reports in this proceeding the company was 
authorized to sell at not less than 90 per cent of par and ac- 
crued interest, $4,000,000 of bonds and use $2,600,000 of the 
proceeds to retire a note of the Louisiana & Arkansas Railway 
Company of Arkansas. The applicant by supplemental appli- 
cation represented that since authority to sell the bonds was 
granted, the market for bonds had been very unfavorable and 
that it believed it would be able by waiting a short time to 
obtain a more advantageous price for the bonds than at present. 
It therefore sought the authority now granted to pledge bonds 
for renewal of the note. 


OPERATION OF FORD LINES 

Unified operation of the Ford railroads has been author- 
ized by the Commission, division 4, in Finance No. 6921, opera- 
tion by Detroit, Toledo & Ironton Railroad Company; Finance 
No. 6920, proposed control by D. T. & I., and Finance No. 6922, 
securities of D. & I. 

The Detroit, Toledo & Ironton has been authorized to 
operate over the Detroit & Ironton lines in Wayne, Lenawee 
and Monroe counties, Michigan, and Fulton and Henry counties, 
Ohio. Authority has been granted the Detroit & Ironton to issue 
$500,000 of capital stock and $3,850,000 of 5 per cent first mort- 
gage gold bonds, series B, in connection with the acquisition 
of the railroad properties of the Ford Transportation Company. 

Operation by the Detroit, Toledo & Ironton of the railroad 
properties of the Detroit & Ironton, under an operating license, 
Was found not to involve acquisition of control within the mean- 
Ing of paragraph 2 of section 5 of the interstate commerce act. 

The question of unification of the Ford properties has been 
before the Commission in other cases. The Commission said 
there appeared to be no substantial objection to the method 
of unification now proposed, provided if it were clearly under- 
Stood that, once approved, there could be no termination of the 
arrangement nor any modification of the proposed agreement, 
Without further authorization from the Commission. 


ARKANSAS LINE OPERATION 


The Mississippi River Western Railway Company has been 
authorized by the Commission, division 4, in Finance No. 6792, 
to operate in interstate and foreign commerce over a line of 
railroad in Mississippi county, Ark., but has been denied per- 


TRAFFIC WORLD 





1387 





mission to operate two branch lines in that county and to con- 
struct an industrial track. Request for permission to retain 
excess earnings was dismissed. 

The line the applicant may operate extends from Stoffles 
Landing to Victoria, about 1.7 miles. The denial applies to 
operation in interstate and foreign commerce over the Mill 
Spur, between Wilson and Victoria, and branch lines to Young’s 
Lake and toward Golden Lake. The industrial track proposed 
was to extend from Wilson to the plant of the Keiser Cooperage 
Company. The Frisco opposed the application. 

The applicant is controlled by R. E. Lee Wilson, a large 
land owner in Mississippi county, according to the report. 

Stoffles -Landing is on the west bank of the Mississippi River. 
The Wilson interests, said the report, planned extensive im- 
provements at Stoffles Landing, including docks, a grain elevator 
and coal chutes. To obtain the full benefit of these improve- 
ments and of river traffic to be facilitated thereby, the Wilson 
interests wanted to give a common carrier status to the trackage 
involved. Arrangements have been made for interchange of 
traffic with the government barge line on the Mississippi. The 
report said the Frisco feared the loss of revenue to the appli- 
cant’s line in connection with the government’s barge line, 
particularly on cotton shipments. 

The certificate issued by the Commission provides that the 
applicant shall tender to the Frisco a two-year option to acquire 
control of the applicant or acquisition of its railroad properties 
upon fair and reasonable terms subject to the Commission’s 
approval. Commissioner Eastman noted a dissent. 


G.C. & 8. F. INDUSTRIAL LINE 


On further hearing in Finance No. 5472, construction of 
line by Gulf, Colorado & Santa Fe Railway Co., the Commission, 
by division 4, has issued a certificate authorizing construction 
and operation by the applicant of an extension in Dallas county, 
Tex., without condition as to routing of traffic. 

In the original report, 131 I. C. C. 398, issued October 14, 
1927, the Commission authorized the construction of a line from 
Hale, a point on the G. C. & S. F. near Dallas, Tex., to an indus- 
trial district known as West Dallas, a distance of about 7 miles. 
This district was reached only by the Texas & Pacific Railway 
Co., which opposed the proposed construction. 

“The record showed,” said the Commission, “that the West 
Dallas industries, in the main, were served adequately and even 
excellently by the Texas & Pacific, and in order to protect the 
revenues of that company and to avoid possible wasteful trans- 
portation service by the applicant, we proposed to restrict the 
use of the new line to the handling of traffic to such points and 
territories as would result in increased efficiency and economy 
as compared with the use of existing routes.” 

The issuance of a certificate was deferred and the record 
was held open pending the determination of the traffic that 
would be affected by the condition imposed. The applicant and 
the Texas & Pacific were expected to confer with respect to 
the matter. Conferences were held, according to the report, 
but an agreement was not reached. Later the applicant filed 
a petition for further hearing, for removal of limitations and 
restrictions imposed upon the certificate, and for reconsidera- 
tion and reargument. In this petition the applicant proposed, 
if the new line were permitted to be constructed without traffic 
limitation, to place the entire West Dallas district within the 
switching limits of the city of Dallas. It represented that this 
action on its part would automatically establish the applica- 
tion of the Dallas rates to and from the district and would 
make the traffic of those industries available to all lines serv- 
ing the city. Further hearing was had. 

In the original report the Commission took into considera- 
tion the financial history of the Texas & Pacific and said that 
the line had long been under receivership and only at the time 
of the hearing in 1926 did its operations give evidence of such 
profit as would warrant payment of a dividend upon common 
stock which theretofore had never received a dividend. At the 
further hearing, said the Commission, it was shown that, due 
principally to the opening of new oil fields in west Texas, the 
traffic and revenue of the T. & P. had greatly increased. Three 
dividends of 11%, per cent each were paid on the common stock 

in 1928. The Commission stated it was urged that the carrier’s 
prosperity, chiefly due to the shipment of crude oil from west 
Texas, could not be regarded as permanent, as traffic and revenue 
from that source must decline upon the completion of pipe lines 
that would inevitably take over the transportation. 

“While this prediction is no doubt largely well founded, it 
may nevertheless be expected that the rapid development of 
western Texas, due not only to the development of oil fields 
but to agricultural development as well, will result in a sub- 
stantial and permanent increase in the carrier’s (T.,& P.) 
traffic as compared with the period prior to 1924,” said the 


Commission. 
In its conclusions, the Commission said: 


Upon the record as now supplemented, we believe that the public 
interest will be best served by the issuance of a certificate author- 
izing the applicant to construct its proposed line to the West Dallas 
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district without tariff restriction as to the routing of traffic 
the extension. Present routes by way of the Texas & Pacific must 
also be maintained, with proper facilities for interchange. This de- 
cision, however, should not be regarded as in any degree modifying 
the views expressed in our previous report regarding the injurious 
effects of unrestricted and injudicious competition of carriers for a 
particular traffic. We pointed out that such competition is ex- 
pensive and may also be a fruitful source of discrimination which 
is no less illegal because difficult of measurement. A recital of the 
efforts to secure or to retain the traffic of the West Dallas industries 
is a clear indication of the discriminatory tendency of such competi- 
tion as we find in this case. The Texas & Pacific has established 
and maintains in the West Dallas district, which is less than 3 miles 
in length, three agency stations, a siding, a standard track scale 
for convenience in weighing shipments originating in the district, 
and “7 separate 8-hour switching assignments affording 24-hour 
switching service under the supervision of 3 yardmasters.’’ Whether 
the needs of all other shippers on the line of the carrier are as fully 
met is more than doubtful. 

As to the applicant, we find that upon further hearing it not only 
proposes to include the West Dallas industries within the switching 
limits of Dallas, but, in addition, to apply to traffic to and from that 
district rates lower than the Dallas rates wherever distance scales will 
permit. It is well known that the usual purpose and effect of estab- 
lishing switching limits is to treat the entire territory within such 
limits as a unit for rate-making purposes as to traffic to and from 
the district. The strict application of this rule would result in in- 
creases in many rates between West Dallas and territories where 
distances are less than the Dallas distance. The applicant also pro- 
poses, without giving tariff authority, to apply a maximum charge of 
$8.10 for switching between West Dallas industries and junctions with 
connecting lines at Dallas, and expresses the view that the Texas & 
Pacific would not necessarily be compelled to meet its practice. The 
Texas & Pacific, on the other hand, represents that it would be im- 
practicable to maintain a different policy from that of the applicant, 
and gives tariff authority for $3.15 as the maximum switching charge 
applicable to line-haul traffic at Dallas. Had this charge been substi- 
tuted for its divisions upon its West Dallas traffic for the first six 
months of 1928, its loss in revenue would have been approximately 
$360,000 in that period. Our decision in this case should not be con- 
strued as an approval of the proposals of the applicant either to 
include the West Dallas district within the switching limits of Dallas, 
or to establish the rates and charges described. 


FINANCE APPLICATIONS 


_Finance No. 7627. Corona & Santa Fe Railway Co. asks authority 
to issue one first mortgage bond for $850,000 and to deliver it to the 
A. T. & S. F. in satisfaction of an equal amount of indebtedness. 

Finance No. 7628. Southern Pacific Co. asks authority to issue and 
sell $6,825,000 of 4%4 per cent equipment trust certificates at not less 
than 95.41 per cent and accrued dividends. 

Finance No. 7632. Joint petition of Southern Bell Telephone & 
Telegraph Co. and E. M. Warfield asking approval of acquisition by 
former of telephone property of latter consisting principally of an 
exchange at Benton, Ky. 

Finance No. 7633. Seaboard Air Line Railway Co. asks authority 
to endorse $450,000 of short term notes of the Prince George & Ches- 
terfield Railway. 

Finance No. 6812. Amended application of Prince George & 
Chesterfield Railway asking authority to issue $450,000 of short term 
notes payable to order of MacDougald Construction Co., and to issue 
a like amount of first mortgage 6 per cent bonds and to pledge the 
bonds for the notes. 

Finance No. 7076. Supplemental application of Louisiana & Ark- 
ansas Railway Co. for authority to pledge, pending sale of authorized 
issue of $4,000,000 of first mortgage bonds, not exceeding $3,250,000 
of the bonds as security for renewal or renewals of a short term 
note for $2,600,000. 

Finance No. 7640. Shelby County Railway Co. asks authority to 
issue $125,000 of 5 per cent first mortgage refunding bonds to refund 
a like amount of bonds. 

Finance No. 7642. W. H. Bremner, receiver of the Minneapolis 
& St. Louis, seeks authority to issue $300,000 of receiver's certificates 
of indebtedness in renewal of obligations for a like amount outstand- 
ing. 

Finance No. 7634. Southern Pacific Railroad Co. and Southern 
Pacific Co., its lessee, ask authority to abandon the remaining por- 
b= the the so-called Beetox branch or spur in Ventura county, 

alif. 

Finance No. 7635. Philadelphia, Baltimore & Washington Rail- 
road Co. asks authority to issue and deliver to the Pennsylvania 
Railroad Co., $7,479,000 of general mortgage 4% per cent gold bonds, 
series C, in partial reimbursement for indebtedness due by applicant 
to the Pennsylvania as lessee. The Pennsylvania asks authority to 
assume obligation and liability in respect of the bonds. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7585, authorizing the Baltimore & 
Ohio Railroad Co. to issue $41,107,700, par amount, of common capital 
stock, ‘consisting of 411,077 shares of the par value of $100 each; said 
stock to be sold at not less than par and the proceeds used to reim- 
burse the applicant’s treasury for capital expenditures heretofore 
made and to be made, conditions prescribed, approved. 

Report and certificate in F. D. No. 7593, authorizing the Alabama, 
Tennessee & Northern Railroad Corporation to construct an extension 
of its line in Mobile County, Ala., from a point at or near Mount 
Vernon easterly to a connection with the logging road of the Mobile 
River Sawmill Co., a distance of approximately 1,810 feet, approved. 

Report and certificate in F. D. No. 7587, authorizing the acquisition 
by the New York Telephone Co. of the properties of the East Berne 
Telephone Co., Inc., and of the Rensselaerville & Westerlo Telephone 
Co., Inc., approved. 

Report and certificate in F. D. No. 7551, authorizing the acquisition 
by the Northwestern Bell Telephone Co. of the properties of the 
Project Telephone Co., approved. 

Report and order in F. D. No. 7603, (1) authorizing the Dexter 
& Piscataquis Railroad Co. (a) to issue $175,000 of 4% per cent first- 
mortgage gold bonds to be sold at not less than 85 per cent of par 
and accrued interest to retire maturing bonds, and (b) to issue its 
short-term note or notes for an amount not exceeding the discount 
on said bonds, or in the event a satisfactory market for the sale of 
the bonds shall not exist by July 1, 1929, then pending the sale of 
said bonds, to issue its short-term note or notes for $175,000, and 
to pledge as security therefor all or any of the proposed bonds, to 
obtain funds with which to pay the maturing bonds; and (2) author- 
izing the Maine Central Railroad Co. to assume obligation and lia- 
bility in respect of said bonds by guaranteeing payment of the prin- 
cipal and interest, approved. 

Report and order in F. D. No. 7599, authorizing the Boston & 
Maine Railroad to assume obligation and liability in respect of $1,710,- 
000 of Boston & Maine equipment trust No. 5 gold certificates, to be 
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issued by the First National Bank of Boston, trustee, under ; 
agreement to be dated May 1, 1929; said certificates to be sold po 
not less than 98.52 per cent of par and accrued dividends and th 
proceeds used in connection with the procurement of certain ¢ 
ment, approved. quip. 
Report, certificate and order in F. D. No, 7569, (1) authorjg 
the Northern Pacific Railway Co, and the Minneapolis, St, Paul 
Sault Ste. Marie Railway Co. to operate jointly certain tracks - 
facilities in Aitkin and Crow Wing counties, Minn.; and (2) authorn. 
ing the pooling of certain ore and coal tonnage by the Northern Pacifi 
Railway Co. and the Minneapolis, St. Paul & Sault Ste. Marie Bare 
way Co., approved. il- 
Supplementai report and order in Finance No. 5022, authorizi 
the Chicago & North Western Railway Co, to assume obligation a 
liability in respect of $38,971,000 of Chicago & North Western pong 
ment trust of 1925 certificates, series Q, to be issued by the Unitea 
States Trust Co. of New York under an agreement dated October 1 
1925, and to be sold at not less than 97 per cent of par and accrued 
interest in connection with the procurement of certain equipment 


approved. 
RATES ON CANNED GOODS 

Hearing in docket 21860, Evaporated Milk Association 
against the A. & R. and others, held at Chicago, before Ryan. 
iner W. H. Smith (see Traffic World, June 1, page 1326), was 
adjourned, June 1, to July 8, at Washington. 

The request of the complainants for rates on canned goods 
on the basis of 27.5 per cent of the first class scale prescribeq 
in docket 134904 was characterized as ‘absolutely unreasonable” 
by D. B. Green, assistant general freight agent, Florida East 
Coast. That proposed by the southern carriers generally— 
35 per cent of fisrt class—was, he said, less than a maximum 
reasonable basis. Establishment of the rates on the basis of 
the carriers’ proposals, he said, would mean a serious reduction 
in the revenue of the Florida carriers. However, representa. 
tives of the Florida lines went along with the proposal of the 
other southern carriers, suggesting that, on traffic to points in 
the peninsula of Florida south of the line from Jacksonville 
to River Junction, the arbitraries prescribed in the southeastern 
class rate case for distances beyond that line be applied, with 
sixth class rates as a maximum. 

R. D. Hunter, special agent, Big Four, and.J. C. McGohan, 
commerce agent, B. & O., represented the C. F. A. carriers, 
They presented testimony in defense of the existing rates: 
defending their reasonableness per se. An exhibit presented 
by Mr. Hunter showing the ratio of freight revenue to value 
of a car of canned goods at destination representing that as 
ranging from 5.1 to 10.2 per cent, taking the haul from Chicago 
to Memphis as typical. In connection with a series of other 
commodities, some of them food products and others not, that 
ratio was shown as ranging from 5 to 38.2 per cent. He held 
that canned goods were essentially class traffic because of the 
value, the nature of the equipment required, and because of 
the seasonal nature of the movement. On cross-examination 
he was asked if he was defending the proposal of the southern 
lines. His reply was that his primary purpose was to defend 
the existing rates, but that that would serve as defense of 
their proposal, to which the lines he represented offered no 
objection. 

The position of Eastern Trunk Line carriers, as presented 
by G. T. Daly, commerce agent, Pennsylvania, and E. A. Hodkin- 
son, commerce statistician, Trunk Line Association, was similar 
to that of the Central territory carriers. Mr. Daly presented 
an exhibit which, he said, showed the effect on the revenues 
of the carriers’ allowance of the complainants’ request would 
have. It would mean a reduction of 27.6 per cent in total reve- 
nue produced by the canned goods traffic from Trunk Line 
territory to the south, or an average reduction of 16 cents a 
hundred pounds in the rates, he said. 

Among other things, Mr. Hodkinson showed that the receipts 
a ton-mile on all traffic in the eastern district had decreased 
from 1.243 cents, in 1921, to 1.094 cents, in 1927. That meant 
a loss in revenue of $274,138,839 in the latter year, alone, ac- 
cording to him. After an analysis of the factors that might 
contribute to a reduction in ton-mile receipts, he concluded 
that, in the case at hand, it “can only be attributed to a reduc- 
tion in freight rates.” He showed that there was a substantial 
movement of canned goods, in the eastern district, at the class 
rate basis, and generally supported that basis as not unrea- 
sonable. 

The hearing was adjourned to Washington on the request 
of the complainants, who said that, because of the volume of 
the defendant testimony, they had been unable to prepare 
adequate rebuttal. 


CONDITION OF EQUIPMENT 


Class I railroads on May 15 had 143,617 freight cars in need 
of repair, or 6.5 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was an increase of 1,074 cars over the number reported 
on May 1, at which time there were 142,543 cars, or 6.5 per rent. 

Locomotives in need of repair on Class I railroads on May 
15 totaled 8,511, or 14.8 per cent of the number on line. This 
was an increase of 454 compared with the number in need of 
repair on May 1, at which time there were 8,057, or 14 per cent. 
Class I railroads on May 15 had 5,618 serviceable locomotives 
in storage, compared with 5,675 on May 1. 
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June 8, 1929 


OYSTER 


SHELLS 


and S. No. 3205, embracing also 
No. 21895, Atlantic Shell Co., Inc., et al. vs. A. & W. et al., 


RATES ON 


In a proposed report in I. 


praminer T. P. Wilson recommends that proposed increased 
rates on oyster shells, whole, crushed or ground, carloads, be- 
tween points in southern territory be found not justified, and 
that rates on the same commodities, except whole shells, from 
Atlantic and Gulf ports to destinations in central, western 
trunk line and southwestern territories be found unreasonable 
and unduly prejudicial. Rates for the future are recommended 
py the examiner, who says the Commission should find: 


1. That the suspended schedules have not been justified. 

» That the present rates here assailed, not including those on 
ovster-shell dust, to destinations to which first-class rates from South 
\tlantic and Gulf ports are those prescribed or approved by the 
(Commission in Southern Class Rate Investigation, 100 I C. C. 513 
nd supplements or in Consolidated Southwestern Cases, 123 I. C. C. 
43, and supplements, are and for the future will be unreasonable to 
the extent, except as hereinafter in finding No. 5 indicated, that they 
exceed or May exceed 13.5 per cent of corresponding first-class rates, 
carload minimum 40,000 pounds; and that said rates to destinations 
to Which first-class rates from said ports are not those so prescribed 
or approved, are and for the future will be unreasonable to the 
extent, except as hereinafter in finding No. 5 indicated, that they 
exceed Or may exceed 13.5 per cent of present first-class rates to 
Ohio and Mississippi river crossings, Cincinnati to Memphis, inclusive, 
ylus differentials for the distances beyond, made on the scale set 
forth in Appendix C hereto, said distances to be determined by the 
shortest routes over which carload traffic can move without transfer 
f lading, carload minimum 10,000 pounds. 

3. That the present rates, except those on oyster-shell dust, here 
assailed are unduly preferential of Gulf ports and prejudicial to South 
\tlantic ports, to an extent which need not be here precisely defined, 
and that said preference and prejudice may and should be removed 
y the establishment of rates from all points of origin on the basis 
utlined in finding 2 herein, or on a basis made a uniform per cent 
lower from all points of origin, to all points of destination. 

{, That present rates here assailed on oyster-shell dust are and 
for the future will be unreasonable to the extent that they exceed or 
may exceed rates that would be reasonable for movements of ground 
imestone from and to the same origins and destinations; that said 
rates are and for the future will be unduly prejudicial to South At- 
lantic ports and preferential of Gulf ports; that reasonable and non- 
prejudicial rates in lieu thereof will be such as would be proper for 
movements of ground limestone from and to the same origins and 
destinations, but that this record does not afford a basis for more 
definitely determining the amounts of such rates nor for the entry 
fan order with respect thereto. . 

5. That nothing in the foregoing findings is to be construed as 
prohibiting reasonable groupings either of origins or of destinations, 
provided the rates from or to such groups be made fair averages of 
rates Which would otherwise be made from or to the individual point 
in such groups, and provided further that no fourth-section depar- 
tures shall thereby be created. 


Appendix C, referred to in the proposed findings, shows the 
proposed differentials in cents per net ton to be added to rates 
to Ohio and Mississippi River crossings to make rates to des- 
tinations in western trunk line territory as in the report defined 
for distances beyond crossings as shown in the appendix. The 
following is illustrative: For 40 miles and less the differential 
would be 33 cents; 100 miles and over 80, 56 cents; 300 miles 
and over 280, 136 cents; 500 miles and over 475, 215 cents; 
800 miles and over 775, 335 cents; 1,000 miles and over 975, 
15 cents; 1,200 miles and over 1,175, 495 cents; 1,400 miles 
wed over 1,350, 5385 cents, and 1,500 miles and over 1,450, 555 
ents. 


MAHOGANY LUMBER AND VENEER 


A basis for the making of rates on mahogany lumber and 
Veneer, from Carteret, N. J., to destinations in Virginia, the 
Carolinas, Alabama, Kentucky and Tennessee, for the removal 
of undue prejudice to Carteret and undue preference for com- 
petitors at New Orleans, La., has been recommended by Ex- 
aminer Lewis L. Prout in No. 20693, Ichabod T. Williams & 
sons vs. Atlantic Coast Line et al. The complaint alleged that 
the rates charged on 37 carloads of mahogany lumber and 27 
carloads of mahogany veneer, shipped between March 1, 1925, 
and January 1, 1928, were unreasonable, unduly prejudicial to 
the complainants and unduly preferential of their competitors 
at New Orleans. Carteret and New Orleans are ports from 
Which | considerable mahogany and veneer are shipped. 

Prout said that the rates assailed were on a higher basis 
than the rates from New Orleans to destinations in southern 
territory, although the average of the rates assailed appeared 
to be on a basis fairly well aligned with rates in official terri- 
lory, especially in view of the fact that interterritorial rates to 
the southeast were generally on a relatively higher level than 
rates in official territory. He said that, with the exception of 
arate to Sparta, Ky., the assailed rates did not appear unrea- 
Sonable and that this record did not warrant an award of 
Teparation. He said the rates should be revised for the re- 
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moval of the many discrepancies shown in the record as result- 
ing from the establishment of rates without regard to the usual 
criteria governing rate-making. He said the rate to Sparta 
should be found unreasonable in the past and for the future to 
the extent it exceeded or might exceed 50 cents and that repa- 
ration on shipments to that point should be made. 

Prout said the Commission should find the rates to points 
shown in an appendix were not unreasonable but unduly prejudi- 
cial and preferential to the extent they exceed or may exceed the 
percentage of the contemporaneously applicable first class rates 
as was represented by the rates on mahogany lumber and 
mahogany veneer, respectively, to the first class rates from 
New Orleans to the points named in the appendix. The named 
points are: Chase City, Waynesboro, Martinsville, Rocky Mount 
and Bassett, Va.; High Point, Swannanoa, Statesville, Charlotte, 
Lenoir and Mebane, N. C.; Darlington and Sumter, S. C.; Bes- 
semer, Ala., and Nashville, Tenn. 





LIME GROUP BASIS PROPOSED 


Examiner A. J. Sullivan, in No. 21177, Chemical Lime Co. et 
al. vs. Pennsylvania et al., has recommended that Chemical and 
Lime Centre, Pa., stations on the Bellefonte Central, a few miles 
from Bellefonte, Pa., the junction point between a branch of 
the Pennsylvania and the Bellefonte Central, be placed on the 
Bellefonte group basis as to rafes on lime and ground lime- 
stone to destinations in official territory. The recommendation is 
based upon a proposed finding that the rates on the commodities 
in question are unreasonable and unduly prejudicial to the extent 
they exceed or may exceed thase from Bellefonte, the undue 
preference being of competitors at Bellefonte and Pleasant Gap, 
Pa., and localities accorded the Bellefonte basis. 

Sullivan said the Commission should find the rates on lime 
and ground limestone from Bellefonte and Pleasant Gap to desti- 
nations in official territory not unreasonable. Reparation was 
sought only to the extent that the rates charged exceeded those 
from Bellefonte and Pleasant Gap. 

The Commission was asked to prescribe rates on lime not in 
excess of the mileage scale found justified in Lime Between 
Southern Points, 129 I. C. C. 635, and on ground limestone not 
in excess of the scale prescribed by the Ohio Public Utilities 
Commission in No. 2327, known as the Ohio scale. 

The examiner said the lime industry was a highly com- 
petitive one and that the rates from the origin territory con- 
sidered and from competitive points were on a group basis. 
A readjustment of the rates from Bellefonte along the lines 
suggested, involving both increases and reductions, he said, 
would disrupt the long existing relationship among the com- 
peting groups. Furthermore, he said, the evidence did not 
prove that the rates from Bellefonte were unreasonable. 

The carriers defended the adjustment on the ground that 
higher rates from branch line points and independent short 
line points were justified in many cases. The carriers con- 
tended that the rates from Bellefonte were either on a parity 
with or lower than those from competing groups. The exam- 
iner said that the argument that higher rates were warranted 
from branch line than main line points was made in Chemical 
Lime Company vs. Bellefonte Central, 136 I. C. C. 333, in which 
the Commission gave points on the Bellefonte Central group 
rates on inbound traffic. 





INDIANA COAL TO ILLINOIS 

Attorney-Examiner George M. Curtis, in No. 20965, Frank B. 
Clinton et al. vs. Baltimore & Ohio et al., has recommended that 
the Commission find unreasonable the rates on bituminous coal 
from points in the Brazil-Clinton, Linton-Sullivan, Princeton- 
Petersburg and Booneville groups in Indiana to Paris, Mays, 
Dudley, Vermillion and Conlogue, Ill., prescribe new ones and 
award reparation against all the defendants other than the Bal- 
timore & Ohio and including the Evansville, Indianapolis & 
Terre Haute. Paris has a population of about 6,000 and the other 
destination points, according to Curtis, are very small towns or 
villages. Paris is about 19 miles from Terre Haute, Ind. The 
maximum distance from Terre Haute stated by Curtis is 28 
miles. The Baltimore & Ohio, the report says, extends through 
small parts of the Brazil-Clinton and Princeton-Petersburg groups. 
The complainant, at the hearing, asked that the Baltimore & Ohio 
be dismissed as a party defendant. 

Curtis recommended 80 cents a ton from Terre Haute to the 
five Illinois points, excluding Mackville and Griff, Ind., points 
west of the Wabash, from that finding; 80 cents from the Brazil- 
Clinton and Linton-Sullivan group; 130, an increase, from the 
Princeton-Petersburg group to Paris and Vermillion, and 140 to 
the other destinations; 145 from the Booneville group to Mays 
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and Conlogue, and 140 to the other points, with reparation to 
named complainants. 


PROPOSED REPORTS 


Cyanamid 


No. 21596, Pioneer Compost Co. vs. S. P. et al. Examiner J. 
Edgar Smith. Recommends reparation of $134.78, with interest, 
to complainant or its successor in interest, on finding that rate 
on carload of cyanamid, San Francisco, Cal., to Terminus, Cal., 
shipment having originated at an eastern port, was unreason- 
able to extent it exceeded 21.5 cents, which is and will be rea- 
sonable for the future. 


Unfigured Veneer 


No. 21548, Danner Veneer Co. vs. Mo. Pac. et al. Examiner 
Roy E. McKee. Reparation of $66.69, with interest, recom- 
mended on finding inapplicable carload rate on unfigured veneer, 
Mobile, Ala., to Fort Smith, Ark. Rate of 39 cents applicable. 


Traverse City Rates 


No. 20237, Johnson-Randall Co. et al. vs. Ann Arbor et al. 
Examiner F. D. Binkley. Dismissal proposed on finding not un- 
reasonable or unduly prejudicial class rates between Traverse 
City, Mich., and points in trunk line and New England territories 
and Ohio River crossings. 


Rags 
No. 21342, Barrett Co. vs. Ligonier Valley et al. Examiner 
Joseph G. Cooper. Dismissal proposed on finding carload rate 


on rags, Kingston, Pa., to Latrobe, Pa., applicable on shipments 
to interstate destinations, not unreasonable. 


Ground Mica 


No. 20979, United States Graphite Co. vs. Grand Trunk 
Western et al. Examiner L. H. Dishman. Dismissal proposed 
on finding not unreasonable or unjustly discriminatory rate on 
ground mica, in bags, carloads, Valparaiso, Ind., to Saginaw, 
Mich. 

Wire Rope, Machinery, Etc. 


No. 21197, Finkbine Guild Lumber Co. vs. C. B. & Q. et al., 
embracing also a sub number, Holmes Eureka Lumber Co. vs. 
Northwestern Pacific et al. Examiner Joseph G. Cooper. Car- 
load rate on wire rope and accessories, St. Louis, Mo., to Fort 
Bragg, Calif., unreasonable to extent factors beyond Schellville 
Junction, Calif., exceeded 33.5 cents, minimum 36,000 pounds; 
carload rate on machinery, Milwaukee, Wis., to Palmer Creek, 
Calif., unreasonable to extent it exceeded $1.62. Reparation of 
$225.56, with interest, to Finkbine Guild Lumber Co., and of 
$293.04, with interest, to Holmes Eureka Lumber Co., recom- 
mended. 

Scrap Iron 

No. 21667, Hyman-Michaels Co. vs. Louisiana Railway & 
Navigation Co. et al. Examiner John Davey. Dismissal pro- 
posed on finding applicable demurrage charges collected at 
St. Louis, Mo., on three carloads scrap iron moving under 
order-notify bills of lading from Alexandria, La. 


Hay 


No. 21401, Southern Flour & Grain Co. vs. N. C. & St. L. 
Examiner L. H. Dishman. Dismissal proposed on finding not 
unreasonable, unjustly discriminatory or inapplicable demur- 
— charges assessed on hay, Crow Hickman, Ky., to Atlanta, 

a. 


Shelled Peanuts 


No. 21519, Canby, Ach, Canby Co. et al. vs. A. G. S. et al. 
Examiner Edgar Snider. Rates on shelled peanuts, carloads, 
origins in Kentucky, Tennessee, Alabama, Georgia, South Caro- 
lina and Florida to Dayton, O., were, are and for the future 
will be unreasonable to extent the factor north of the Ohio 
River exceeds 16 cents. Complainants entitled to reparation. 


Sea Sand 
No. 21618, Gleason Works vs. New Haven et al. Examiner 
W. M. Cheseldine. Complainant entitled to reparation on find- 
ing rates on sea sand, Provincetown, Mass., to Rochester, N. Y., 
unreasonable to extent they exceeded 19 cents. 


Petroleum 


No. 21737, Dacotah Oil Co. et al. vs. Santa Fe et al. Ex- 
aminer Jesse C. Harraman. Dismissal proposed on finding not 
undeasonable rates on petroleum and petroleum products, 
points in Arkansas, Kansas, Oklahoma and Texas to points in 
North Dakota. Rates assailed were prescribed by the Com- 
mission in a previous case. Examiner says the proper way to 
bring these rates to the Commission’s attention again is by a 
petition to reopen Midcontinent Oil Rates, 1925, 139 I. C. C. 605. 


Insulator Pins 
No. 21652, American Cross Arm Co. vs. Southern. Exam- 
iner Harold M. Brown. Rate on wooden insulator pins, Bar- 
boursville, Va., to Jacksonville, Fla., unreasonable, past, present 
and future, to extent it exceeded, exceeds or may exceed rate 
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contemporaneously applicable on lumber, carloads, from and 
to the same points. Reparation of $136.80, with interest, recom, 
mended. 

Coal and Coke 


No. 20588, Inyo Chemical Co. vs. D. & R. G. W. et al. py. 
aminer A. E. Later. Rate on coke, Ironton, Utah, to Cartagy 
Calif., prior to April 1, 1928, unreasonable to extent it exceede( 
$9.05 per ton and from the same point to Skinner, Calif,, $9.39 
per ton, but after above date was not and is not unreasonable 
Rates on coke, Sunnyside, Utah, to Cartago, Skinner and Keeler 
Calif., and on coal, Winter Quarters, Utah, to Keeler, were not 
and are not unreasonable or otherwise unlawful. Reparation 
recommended. Report also covers No. 20688, David B. Scott 
receiver of the Natural Soda Products Co., et al. vs. D. & R. G. 
W. et al., and a subnumber thereunder, Inyo Chemical Co, ys 
Santa Fe et al. Dismissal recommended as to these complaints, 


Poultry, Butter and Eggs 


No. 21321, Salina Chamber of Commerce et al. vs. Santa 
Fe et al. Examiner Riley A. Gwynn, Salina Poultry Co. ang 
Cultra Co. entitled to reparation on finding rates on dreggseq 
poultry, butter and eggs, in straight and mixed carloads, Salina 
Kan., to certain destinations in trunk line and New England 
territories not in violation of the long-and-short-haul provision 
of section, but, following findings in Butter, Eggs, Dairy Prod. 
ucts and Poultry, 96 I. C. C. 19, were unreasonable to the extent 
they exceeded rates from Wichita, Kan., to the same destina. 
tions, effective September 15, 1927. Findings without prejudice 
to different conclusions that may be reached in No. 16750, 
National Poultry, Butter and Egg Association vs. A. & R. et al. 


In I. and S. No. 3301, the Commission has suspended from 

June 1, until January 1, schedules in supplements Nos. 62 and 
3 to Cleveland, Cincinnati, Chicago & St. Louis tariff, I. C, ¢, 

No. 7816, and supplements Nos. 12 and 13 to Pere Marquette 
tariff, I. C. C. No. 4704. The suspended schedules propose to 
require that grain product milled in the northwest from grain 
originating in trans-Mississippi River territory and shipped from 
Illinois junctions under proportional rates to points in central 
territory will be charged at the proportional rates applicable on 
the product of grain originating in the Northwest instead of at 
the proportional rates applicable on the product of grain 
originating in trans-Mississippi territory. The proportional 
rates on the product of grain originating in northwestern terri- 
tory are generally higher than those on the trans-Mississippi 
traffic. 

In I. and S. No. 3302, the Commission has suspended from 
June 1, to January 1, schedules in supplement No. 29 to Louis- 
ville & Nashville tariff, I. C. C. No. A-15875. The suspended 
schedules propose to revise the rates on potatoes, carloads, 
from producing points on the Louisville & Nashville in Alabama 
and Tennessee to destinations in central freight association, 
western trunk line, and eastern trunk line territories, resulting 
in numerous increases and reductions. The following is illustra- 


tive: 
—From— 
‘Decatur, Ala. Gallatin, Tenn. 
To Pres. Prop. Pres. Prop. 
RN its So hcered a wieis, wig Sona See 39 50 36 45 
i a errr Tree errr ee 47 5614 431% 54 
ae er rere 431% 55 41 524 
CEE TRRPOEE,. BEG. 2c cc ccsccecssce 504 611%4 4714 57 


In I. and S. No. 3303, the Commission has suspended from 
June 1, until January 1, schedules in supplement No. 4 to 
Pennsylvania (lines Pittsburgh, Pa., etc., and west) tariff, 1.C.C., 
F 2238. The suspended schedules propose to restrict the rules 
governing hay or straw, carloads, stopped at Cincinnati, O., for 
inspection, so as to allow reconsignment on the basis of the 
through rate, plus $2.70 per car reconsignment charge, from 
point of origin to final destination only when to points in 
Alabama, Florida, Georgia, Kentucky, North Carolina, South 
Carolina, Tennessee and West Virginia, and to charge combina- 
tion rates to all points in other states, whereas at present this 
traffic moves on basis of through rates, plus $2.70 per car re 
consignment charge, to all destinations where through rates 
are in effect via Cincinnati. 

In I. and S. No. 3304, the Commission has suspended from 
June 3 to January 3, schedules as published in supplement No. 
3 to the Erie tariff I. C. C. No. D-1073. The suspended schedules 
propose to increase the rates on anthracite coal, carloads, from 
mines on the Erie R. R. in Pennsylvania to destinations in New 
Jersey on the New York, Susquehanna & Western R. R., Blalrs- 
town to Sparta, N. J., inclusive. The following is illustrative, 
rates in cents per ton of 2240 pounds: 

FROM SCRANTON, PA., 


Present Proposed 
To y. A Be 
ee eee 189 214 202 
NINN? 825 60. ton lc ciodnnak cine wuenne 202 189 239 221 


A—Prepared sizes. 
B—Pea and smaller sizes. 


In I. and S. No. 3305, the Commission has suspended from 
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to January 3, schedules in supplement No. 27 to Sea- 
‘sir Line tariff, I. C. C. No. A-7176. The suspended 
les propose to restrict the application of the combination 
sed for constructing through rates on granite, marble 
nd stone, carloads, from points on the Seaboard Air Line to 
various interstate destinations so as to apply only when each 
rate factor used in constructing through rates is subject to the 
combination rule, which would result in numerous increases. 
por example the following is illustrative from Elberton, Ga., to 
st, Cloud, Minn., rates in dollars and cents per ton of 2000 


pounds: 


June 3 
poard 

gchedu 
rule U 


Pres. reer 

‘ G., 80 COMMGEMD, Tiivcsicicsccecvcscccencesens $5.28 5.28 
Elbergo, Ill., to Minneapolis, Minn. .....2..2.22202..7"2%40 2.40 
“meapolis, Minn., to St. Cloud, Minn............... 1.20 1.20 
Ee eT ee ee ee EE PETC eT $8.88 $8.88 
etaction under combination rile... ....cccccccccccce $1.00 ownes 
Mhrough TAte ...ccceccccceercceccevcccssccesscvers $7.88 $8.88 


In I. and S. No. 3306, the Commission has suspended from 
Jue 4 until January 4 schedules in Chicago, Burlington & 
Quincy I. Cc. C. No. 17252. The suspended schedules propose 
i restrict the application of transit provisions on lumber and 
related articles, in carloads, at Granite City, Ill., and other 
pints in the vicinity of St. Louis, Mo., so that they will not 
apply on shipments originating on or moving via the Mississippi 
central Railroad. This action would result in increases in 
through rates on such shipments to the basis of the combina- 
tion of rates applying to and from the transit point. 

In I. and S. No. 3308, the Commission has suspended from 
June 6 until January 6, schedules in supplements Nos. 55 and 
38 to joint tariff, J. E. Johanson’s I. C. C. No. 2008, E. B. Boyd’s 
LC. C. A-1869, Curlett’s I. C. C. No. A-218, B. T. Jones’ I. C. C. 
No. 2075 and Frank Van Ummersen’s I. C. C. No. 90. The sus- 
pended schedules propose reductions in class and commodity 
rates between points in southeastern Kansas and points in IIli- 
nois and western territory. The following is illustrative, first 
dass rates in cents per 100 pounds: 


Between St. Louis, Mo., and Independence and Coffeyville, Kans., 
present 151, proposed 147. 


COMMISSION ORDERS 


No. 22145, Consolidated Paper Co. vs. Santa Fe et al. 
ett Gaylord, Inc., permitted to intervene. 

No. 22161, City and County of Denver, Colo., vs. Burlington 
et al. Cast Iron Pipe Committee of Alabama Iron and Steel 
Shippers’ Conference permitted to intervene. 

No. 22210, Southern Pine Association vs. Abilene & South- 
em et al. Southern Cypress Manufacturers’ Association per- 
nitted to intervene. 

No. 22134, Winona Oil Co. et al. vs. Santa Fe et al., and 
No. 22222, Refiners’ Oil Co. vs. Akron, Canton & Youngstown 
etal. Shell Petroleum Corp. permitted to intervene. 

No. 22052, Alabama By-Products Corporation et al. vs. Louis- 
ville & Nashville et al. Milwaukee Coke and Gas Co. permitted 
to intervene. 

No. 22206 (Sub. 1), Red Fox Petroleum Co. vs. Santa Fe et 
al; No. 22206 (Sub. 3), Gold Medal Oil Co. vs. Rock Island 
et al.; No. 22206 (Sub. 4), H. G. Root Co. vs. Big Four et al.; 
No. 22206 (Sub. 5), United Oil Products vs. St. Louis Merchant’ 
Bridge Terminal et al.; No| 22206 (Sub. 6), Cincinnati Oil Works 
Co. vs. Alton & Southern et al.; No. 22206 (Sub. 9), Kokomo 
Steel and Wire Co. vs. Santa Fe et al.; No. 22206 (Sub. 13), 
White Star Eastern Oil Co. vs. St. Louis Merchants’ Bridge 
Terminal Co. et al., and No. 22206 (Sub. 15), R. W. James vs. 
Baltimore & Ohio et al. Shell Petroleum Corp. permitted to 
intervene. 

No. 22206, and Sub. 1 to 7, inclusive, Penn Oil Co. vs. Santa 
Feet al. Standard Oil Co. (Indiana) permitted to intervene. 

Finance No. 6706, construction of line by Prince George & 
Chesterfield. The time prescribed in said certificate and order 
Within which Prince George & Chesterfield shall complete con- 
struction of line of railroad therein authorized, has been ex- 
tended to March 1, 1930. 

No. 17329, American Distilling Co. vs. Akron, Canton & 
Youngstown et al. Commission’s previous order modified so 
a to become effective on October 7, 1929, instead of on July 8. 

No. 18908, Clay County Crushed Rock Co. et al. vs. Santa 
Fe et al., and No. 19002, Thomson Brothers Rock Co. et al. vs. 
Santa Fe et al. Commission’s order, as amended, further modi- 
fied so as to become effective July 25, 1929. 

No. 19791, Cummer Mfg. Co. of Texas vs. Santa Fe et al., 

and No. 20385, Leigh Banana Case Co. vs. Santa Fe et al. Peti- 
ton of complainant for rehearing, and petition of Southern 
Pacific Co. for modification of report and order, denied. 
_ No, 20574, Barnhart Coal Co. et al. vs. C. & E. I. et al., and 
No. 20759, Poll Construction Co. vs. C. & E. I. Defendants’ 
Detition for postponement of the effective date of the Commis- 
sion’s order therein denied. 

No. 22074 (Sub. No. 2), O. A. Smith Agency, Inc., vs. Mis- 
souri Pacific et al. North Star Strawboard Mills permitted to 


Rob- 
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intervene. 

No. 22074 (Sub. No. 3), O. A. Smith Agency, Inc., vs. St. L.- 
S. F. et al. North Star Strawboard Mills permitted to intervene. 

No. 22102 (Sub. No. 1), Cherry-Burrell Corp. vs. Abilene & 
Southern et al. The Creamery Package Mfg. Company per- 
mitted to intervene. 

No. 22184, State Cement Commission (of South Dakota) 
vs. Santa Fe et al. Ash Grove Lime & Portland Cement Co. 
of Nebraska permitted to intervene. 

No. 22184, State Cement Commission (of S. D.) vs. Santa 
Fe et al. Dewey Portland Cement Co. permitted to intervene. 

No. 22239, Ash Grove Lime & Portland Cement Co. of Ne- 
braska vs. -‘C. & N. W. et al. Dewey Portland Cement Co. per- 
mitted to intervene. 

No. 22164, Southern Pine Association vs. Ahnapee & West- 
ern et al. West Coast Lumbermen’s Association permitted to 
intervene. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. Twelfth District United Mine Workers of America per- 
mitted to intervene. 

No. 22159, Texas Industrial Traffic League vs. Abilene & 
Southern et al. Chamber of Commerce of Shreveport, La., 
permitted to intervene. 

Finance No. 7518, applicaticn of Clinton-Oklahoma-Western 
of Texas for certificate to construct a branch line of railroad 
in Gray county, Texas. Pampa Board of City Development and 
Frank Keim permitted to intervene. 

Finance No. 6637, proposed acquisition of Union Belt Rail- 
way of Oakland by Southern Pacific. Petition of Western 
Pacific for modification of report and order issued herein on 
April 15, 1929, denied. 

Finance No. 6486, application of Pittsburgh & West Vir- 
ginia for authority to acquire control of Wheeling & Lake Erie 
by purchase of capital stock. Petition of Pittsburgh & West 
Virginia to vacate order entered April 25, 1929, permitting Nickel 
Plate to intervene and be treated as a party thereto, denied. 

No. 20497, Bakelite Corp. vs. Erie et al. The order entered 
in this proceeding on April 12, 1929, which was by its terms 
made effective on July 1, 1929, upon not less than 30 days’ 
notice, has been modified so that it will become effective on 
July 1, 1929, upon not less than 10 days’ notice instead of 30 
days’ notice. 

Finance No. 7110, construction by San Francisco-Sacramento. 
Joint petition of Santa Fe and Southern Pacific for rehearing 
and reargument denied. 

No. 19135 (and Sub. 1), S. J. Peabody Lumber Co. vs. Penn- 
sylvania et al. The order entered in these proceedings on April 
1, 1929, which was by its terms made effective on July 1, 1929, 
upon not less than 30 days’ notice, has been modified so that 
it will become effective on July 31, 1929, upon not less than 
30 days’ notice. 

Finance No. 7547, application of Chicago, Rock Island & 
Gulf for certificate to construct a line of railroad from Sham- 
rock to Quanah, Tex., etc. Fort Worth & Denver City and 
Wichita Valley permitted to intervene. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


The Commission has denied the petitions of Pennsylvania 
and Ohio coal mine operators and the Wheeling and Lake Erie 
for reopening and reconsideration in I. and S. 2967, Lake cargo 
coal from Kentucky, Tennessee, Virginia, and West Virginia to 
Lake Erie ports. 

The petitioning operators and the Wheeling and Lake Erie 
asked for reopening of the case for the entry of orders enforcing 
the decision in the suspension case or the showing of cause 
why they should not be entered in accordance with its terms. 
Action by the Commission has the effect of leaving the rate 
situation in the condition in which it was when the Supreme 
Court decided that the Anchor case was moot. 


WHEAT AND FLOUR CHANGES 


The Trafic World Washington Bureau 


The Great Lakes Transit Corporation and the Minnesota- 
Atlantic Transit Line have made sixth section application for 
permission to make an emergency reduction on export wheat 
and wheat flour, from Duluth to New York, Philadelphia and 
Baltimore of 7 cents in each instance. That reduction would 
match, to a certain extent, the reductions made by the all-rail 
lines, effective May 29. When the lake lines filed their applica- 
tions they said that the rail-and-water lines would make similar 
applications on traffic from Missouri River points and the Twin 
Cities for application via Duluth. They ask for one day’s notice. 

The Santa Fe has made application for permission to in- 
crease the wheat and wheat flour export rates from Medford 
and Enid, Okla., to 30.5 cents and Cherokee, Okla., to 31.5 cents 
to the Gulf so as to line them up with Caldwell, Kan., on the 
Rock Island. 

B. T. Jones, tariff publishing agent for the C. F. A. lines 
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has made application for permission to publish, on one day’s 
notice, transit rules to be used in connection with the emer- 
gency rates on wheat and wheat flour for export, as follows: 


1. Rates published in Sup. 20 apply shipments not 
stopped in transit for any purpose except as follows: 

(a) Track reconsignments will be permitted under 
fully on file with the Interstate Commerce Commission. 

(b) Shipments of wheat originating at stations in rate groups 
661%4 to 120-E, incl., named on pages 3, 4, 5 and 6, will be accorded 
one transit privilege of wheat into transit point and wheat out of 
transit point and/or one milling in transit of wheat into wheat flour. 

(c) Shipments of wheat originating at stations named on page 
10, Index 16881 to 19111, incl., will be accorded transit privileges as 
mentioned in paragraph (b) above. 

(d) Shipments of wheat from origin 
will be allowed privilege of milling in transit into wheat flour. 

(e) Shipments of wheat from origin points named on pages 11 
to 19, inecl., may be stopped in transit at points east of those named 
on pages 14 to 19, incl. (but not at any point named on said pages) 
for the purpose of milling into wheat flour. 

Note—The foregoing is to take the place of paragraph (b) under 
caption ‘“‘Application of Rates Published in This Supplement’? and 
the words ‘‘no transit will be permitted, etc.,’’ under caption ‘‘Appli- 
cation of Transit Privileges,’’ on page 2 of Sup. 20 to I. C. C. 2046, 
issued by B. T. Jones, Agent. 

2. Rates published in Supplement 
not stopped in transit for any purpose other than the milling of 
wheat into wheat flour except that track reconsignments and not 
more than one elevator transit privilege will also be permitted. 

Note—The foregoing is to take the place of provisions in conflict 
therewith, as published in tariffs of individual carriers’ tariffs apply- 
ing from the eastern portion of Central Freight Association Territory. 

3. Special Transit Rule. Note—This rule is substantially as 
authorized by I. C. C. S. P. 93255 and must now be included in grain 
transit tariffs account granting of transit privilege on wheat in and 
wheat out of transit point as proposed in paragraphs 1 and 2 above. 


RATES ON TIN CANS 


At the hearing in docket 21926, Evaporated Milk Association 
against the A. & R. and others, at Chicago, before Examiner 
W. H. Smith, June 5 and 6, complainants asked that rates on 


only on 


tariffs law- 


points named on page 12 





apply only on shipments 








empty tin cans, carloads, within Southern Classification ter- 
ritory and between there and Official, Illinois and Western 
Trunk Line territories be made on a basis of 35 per cent of 


first class rates, in connection with a carload minimum of 
18,000 pounds. The complaint charges unreasonableness of the 
existing rates. Fifth class rates generally apply within the 
south, in connection with a minimum of 14,000 pounds. 
Edward S. DePass, for complainant, explained that there 
are three sizes of cans used in the milk canning industry. About 
98 per cent of them are of two sizes—a six-ounce and a sixteen- 
ounce can. Those sizes will load to 18,000 pounds in a thirty- 
six-foot car, he said, and the interests he represented felt they 
had been penalized because other sizes would not load so heavy. 
An exhibit presented by D. M. Strathearn, assistant traffic 
manager, Carnation Milk Products Company, covering ship- 
ments into the south from various producing points, in 1928, 
showed a total of 821 cars, which moved an average distance 
of 545 miles, and paid an average car charge of $130.86. The 
average loading was 19,284 pounds. The value of a car loaded 
to the classification minimum of 14,000 pounds was given as 


approximately $900. Mr. Strathearn said that, if rates in 
the south were made on the basis sought, they would hold 


about the same relation to the fifth class rates as existed be 
tween commodity rates from the principal producing points in 
Official territory to consuming points in that territory and the 
fourth class rates between the same points, cans being rated 
fourth class in Official territory. 

The testimony of L. F. Orr, general traffic manager, Pett 
Milk Company, was directed primarily to showing what the 
Commission had said in previous cases with respect to dif- 
ferences of transportation characteristics in the south and in 
other territories, contending that the basis requested would 
not be more favorable treatment than was enjoyed by the com- 
modity in those other territories. The minimum basis available 
in southern territory, according to him, is 138 per cent of the 
maximum level of tin can rates in Official territory. As to the 
relationship of the level of rates prescribed by the Commission 
on various other commodities in the two territories, the highest 
basis established in the south, he said, was 125 per cent of the 
maximum level in Official territory. The tin can rates in 
Eastern Trunk Line territory were less than 80 per cent of the 
maximum applicable basis in Official territory generally, he 
said. According to him, the rates sought by the complainant 
would produce as much revenue in connection with an 18,000- 
pound minimum as the existing rates at a 14,000-pound minimum. 

Interveners, represented by A. G. Linnemann, C. J. Williams 
and C. S. Bather, expressed themselves as supporting the com- 
plainant’s request, with the understanding that no change should 
be made in the existing classification basis. In the event com- 
plainants’ petition was granted, it should be as a commodity 
basis and apply alternatively with the present rates and mini- 
mum weight, they said. 

Carrier representatives defended the existing rates. A large 
number of rate exhibits were presented comparing the rates 
under attack with those in effect in other territories and with 
rates on other commodities, in support of the reasonableness 
of the former. The applicable fifth class basis in the south is 
45 per cent of the first class level, it was pointed out by O. J. 
Williford, Jr., of the Illinois Central, while fourth class, which 
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is generally applicable in Central Freight Association territory 
is 50 per cent of the first class level in that territory. Similarly 
the Commission prescribed 50 per cent of first Class in eq) 
nection with a minimum weight of 14,000 for application in 
the southwest in docket 13535, and 65 per cent of first ¢lag 
in connection with a minimum of 9,000 pounds, “showing that 
a lower basis is now in effect in the south than has beep ap. 
proved by the Commission in other territories,” he said. 
The light loading of the commodity and its relatively high 
value were stressed by Joseph Marks, of the Southern Railway 
as well as by other witnesses. Exhibits presented by him, 
showing the existing rates as compared to the rates that would 
apply in the event the complainant’s request was granted 
indicated that the latter would mean a reduction of about » 
per cent. He made numerous comparisons between the revenue 
produced by the rates applicable to tin cans and that Produced 
by rates prescribed by the Commission on such commodities 
aS sugar, cement, roofing material, molasses and syrup, ang 
numerous others, particularly emphasizing the relation betwee, 
value of the commodities and the transportation charges, 


FREE COAL RECONSIGNMENT 


Hearing in I. and S. 3294, diversion and reconsignment of 
coal, coke and iron ore at points on the E. J. & E., was held 
at Chicago, before Examiner W. H. Smith June 3. 

The suspended tariff proposes the cancellation of free re. 
consignment privileges, on the E. J. & E., in connection with 
those commodities, with the exception of deliveries in the Caly. 
met district, at Chicago, served through Kirk yard. By an 
exception to the rule providing for cancellation, one free recop. 
signment is to be permitted on deliveries of bituminous coal, 
There is also an exception with respect to anthracite coal at 
Joliet, Ill., for deliveries at Joliet, or when destined to points 
beyond to which the through rate from point of origin to re. 
consigned destination is applicable via Joliet. 

As explained by T. E. Bond, traffic manager, E. J. & B, 
a charge for reconsignment is generally in effect on other lines, 
and the tariff was published to bring the practice of his road 
in line with that generally in effect. The exception with respect 
to the Calumet district was made for operating reasons, as he 
explained it. About 500 or 600 cars of coal are handled through 
Kirk yard daily, he testified, the greater part of which goes 
to steel industries in the Calumet district, subsidiaries of the 
United States Steel Corporation. That coal is all brought into 
the yard consigned to the Illinois Steel Company, where it is 
classified according to the -type of coal and is distributed to 
the various plants on that basis, he explained. 

T. J. Murphy, inspector of transportation, and Charles H. 
Doorley, superintendent of the Gary division, E. J. & E, de 
scribed that operation in detail, and the economies involved. 

G. W. Reed, vice-president, Peabody Coal Company, and 
other representatives of the coal industry, appeared in support 
of the suspended tariff. In effect, they testified that free re- 
consignment tended to promote speculation in the industry and 
was undesirable. In the days of uncertain car supply and slow 
movement it was frequently necessary to ship on open con- 
signment, but, in the words of Mr. Reed, “in this day of perfect 
transportation” it was not necessary. 

V. J. Rowe, coal traffic manager, Illinois Central, also ap- 
peared in support of the suspended tariff. He said there was 
danger of the breaking down of the reconsigning rules if free 
reconsignment was maintained on the E. J. & E., and he found 
nothing objectionable in the specific rule proposed. Any well 
managed railroad should be allowed to effect any economy it 
could, he said, with respect to the exception proposed on ship- 
ments to the Calumet district. 





Testimony opposing the tariff was presented by Ira C. 
Cockran, representing the American Wholesale Coal Associa 


tion, and Edward M. Platt, representing the Chicago Wholesale 
Shippers’ Association. 

Mr. Platt testified that free reconsignment was helpful in 
the conduct of his business—that of wholesale coal. He did 
not ship on open consignment, to which so much objection had 
been offered by other witnesses, he said, but wished the exist: 
ing privilege left unchanged. With respect to the exception on 
anthracite coal at Joliet, he said there was competition betweel 
bituminous and anthracite coal and that to that extent the 
bituminous dealer would be discriminated against. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
15 to 23, inclusive, was 216,313, as compared with 210,200 cars 
in the preceding period, while the average daily shortage was 
made up of 1 box and 21 gondola cars, according to the car 
service division of the American Railway Association. The 
surplus was made up as follows: 

Box, 95,525; ventilated box, 910; auto and furniture, 9,021; total 


box, 105,456; flat, 4,466; gondola, 33,451; hopper, 32,331; total coal, 
65,782; coke, 698; S. D. stock, 21,982; D. D. stock, 3,495; refrigerator, 
13,387; tank, 186; miscellaneous, 866. 


Canadian roads reported a surplus of 11,300 box, 400 S. D. 
stock and 550 refrigerator cars. 
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HOCH-SMITH GRAIN 


The Trafic World Washington Bureau 


Beginning the argument for the Pacific coast grain inter- 
in No. 17000, part 7, William P. Ellis, counsel for the 
pregon commission, renewed the demand of that body for sub- 
stantial reductions in rates. The demand of that commission 
yas made in the course of the hearings at Pacific coast points. 
peductions ranging from 35 to 50 per cent, Mr. Ellis said, were 
not only necessary on account of the condition of agriculture 
put justified by the cost figures submitted in behalf of the 
pregon commission by J. P. Newell. Up to the time Mr. Ellis 
nade his argument none of the state commissions had made 
» nearly definite recommendations as he put forth. 

' he speaker treated the arguments of the middle western 
states for low levels of rates on account of the heavy volume 
of grain shipments as of no particular significance in compari- 
on with what he said was the fact, namely, that the Columbia 
niver ports of Oregon were the heaviest exporting ports in the 
tnited States. He said that if possible, on a basis of cost, 
fanadian and American export rates should be equalized. His 
,vocacy of heavy reductions was based upon cost studies, 
which, he insisted, showed that grain was carrying an undue 
share of the transportation burden. Relief, he said, should be 
oranted by percentage reductions leaving present relationships 
ydisturbed. The proposal of the examiners for one scale, he 
aid, Was to please the markets by placing them on an equality. 
The report of Examiners Hall and Mackley, he said, was de- 
yoted entirely to the protection of the carriers, the millers and 
the markets and that no consideration was accorded to the 
sain grower for whose relief Congress had directed the mak- 
ing of the investigation. He said the report was to the detri- 
ment of the growers of the northwest. He pointed out that the 
examiners did not find that the existing grain rates were the 
‘lowest possible lawful rates,” as required, he claimed, by the 
resolution. The single scale idea of the examiners, he said, 
was a Utopian dream. Oregon, he said, should be placed on 
an equality with the rest of the country. 

The interests of Washington were argued by E. B. Adams, 
assistant attorney-general, and S. J. Wettrick, who presented 
the economic aspects of the matter, spoke for the Department 
ff public works. He said the duty of the Commission to make 
the lowest possible rates was clear. 

Mr. Wettrick, commerce attorney of Seattle, argued the 
general questions for all interests in the state of Washington, 
including the Department of Public Works. The Columbia 
Basin Rate Committee, the North Pacific Millers’ Association 
and the Chamber of Commerce and Port Commissions of Seattle 
aud Tacoma. He objected vigorously to any mileage scale of 
rates for general application throughout the west and contended 
that under the Hoeh-Smith resolution it was the duty of the 
Commission to make rates to suit the needs of the growers and 
to place them on as low a basis as possible compatible with 
the maintenance of adequate transportation service. He said 
that there was no justification for higher rates in the mountain- 
Pacific territory than in the territory east thereof, because of 
the empty car movement westbound, the volume of the grain 
movement and the greater freight tonnage in Washington. 

In behalf of the Texas Industrial Traffic League, F. Lef- 
fngwell advocated one scale for the whole territory west of 
the Mississippi but he said he was not certain that that would 
be proper for mountain-Pacific territory. He said there should 
also be grouping on account of commercial conditions and that 
cost Was not to be made the controlling factor. Wheat and 
four, he said, should each take its proper rate. Rates on 
Wheat lower than those on flour, he said, were pleasing to 
srowers because if made identical wheat would be bearing 
some of the burden of the flour traffic. In the matter of export 
rates, he said, it would be proper to have both on the same 
plane so as to encourage the milling of the wheat in this coun- 
tty and the retention here of the feedstuff by-products. 

Ralph Carr, for Colorado, advocated the use of one scale 
80 as to encourage the development of the sparsely settled 
areas of the country. 

The primary markets began being heard from when Ralph 
Merriam made a general argument in favor of the retention of 
the rate-break system. He said the markets were of great 
benefit to the growers of grain in that they were enabled to 
bid against each other when rates were so adjusted that prac- 
tically every market could compete with every other market 
for the grain seeking and outlet from the producing areas. 

“These markets are in favor of the lowest reasonable rates 
On grain,’ said he. ‘They recognize that their future welfare 
Cannot be permanently assured unless in the making of grain 
rates the best interests of all the parties engaged in the grain 
Industry are conserved and promoted. It is very certain that 
the true interests of all parties would be best served if the 
Commission would take care to safeguard properly the welfare 
of the primary markets. The system of marketing now em- 
bodied in the terminal grain exchanges is the best that has 
ever been devised or suggested. The plan of organization un- 
derlying it is sound and indispensable and should be preserved.” 


ests, 
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Mr. Merriam said there were faults in the adjustment to 
and from Kansas City which should be corrected so as to 
assure the ability of the Kansas City market to pay the farmers 
the highest possible prices. Maladjustments in rates, he said, 
tended to depress prices. 

E. P. Smith, for the Omaha Grain Exchange, said the 
farmer was interested in rates into the primary markets and 
not so much in the rates from those markets. Therefore, he 
said, there should be reductions in the rates to Omaha. Prices, 
he ‘said, were shown to go up and down with the freight rates. 
That fact, he said, was shown by the prices on the Omaha 
Grain Exchange when rates were increased in 1920 and when 
they went ‘down in 1922. He asserted that the records of 
country elevators in 1920 and 1922 corroborated the figures of 
the Omaha exchange which he claimed showed reductions when 
the rates went up in 1920 and increases when the rates went 
down in 1922. A. B. Enochs questioned the accuracy of that 
assertion and asked where in the record it might be found. 

Commissioner Eastman suggested that the views of Messrs. 
Merriam and Smith were antagonistic. He wanted to know 
if Mr. Merriam was not also speaking for Omaha, a primary 
market. Mr. Smith said that Mr. Merriam had filed exceptions 
in behalf of Omaha but that was a mistake. 

“Omaha and Kansas City speak at each other, frequently, 
but never for each other,” declared Mr. Smith. 

Frank B. Townsend, for the Minnneapolis Traffic Associa- 
tion, devoted himself, pointedly, to two propositions. The first 
was that the rate-break system should not be used. The second 
was that there should be a uniform scale but one that provided 
for only small increases for distances beyonnd 400 miles. He 
covered the whole subject but the emphasis was on the two 
propositions outlined. 

“It is our contention and the record in this case clearly proves,” 
said he, “that to adopt such a method of making freight rates 
(rate-break over terminal markets) would be to impose unjust 
and unreasonable rates on the public.” 

Mr. Townsend used Minot, N. D., to illustrate his point. He 
showed the rates resulting from the rate-break system, pointing 
out that under it the rate per ton per mile to points over 200 
miles beyond Minneapolis, Minn., was higher than the rate per 
ton per mile to Minneapolis, contrary to the rule that as dis- 
tance increased, the ton-miles should decrease. He said that 
the record did not support the contention, made by some, that 
the plan of breaking rates over the terminal markets was neces- 
sary because it fixed the basis for determining the prices at the 
market. For instance, he said, the prices on grain at Minne. 
apolis were almost continuously higher than the Chicago price 
less the freight rate to Chicago. 

“Many conditions,” said Mr. Townsend, “influence the price 
of grain, but the most important is to preserve for the producer 
of grain reasonable rates to all markets and to the extent pos- 
sible access to two or more markets by a rate adjustment that 
provides for substantially the samé transportation costs through 
two or more markets from the origin to the consuming territory. 


As to the character of the scale rather than the level of it, 
Mr. Townsend said: 
The Commission should find that from the northwest territory, 


Minnesota, North Dakota, South Dakota and Montana, that through 
rates or joint through rates should be established on grain and grain 
products to Chicago and points taking the same rates and that transit 
should be granted under these rates without additional charge at all 
intermediate points, including terminal markets such as Minneapolis, 
Duluth, Sioux City, Milwaukee, also at all intermediate milling or 
storage points. The rates should be adjusted to a scale adopted for 
general application in this territory. . It is suggested that the 


scale should progress for distances beyond 400 miles at a rate of not 
to exceed 2 cents for each 100 miles, or 1 cent for each 50 miles. 
The destination points, Chicago, Milwaukee, Manitowoc and Green 
Bay should be grouped and the rates from the origin to the des- 
tination territory fixed on the average haul to the points in the group 
to the intermediate territory. The rates should be graded down as 
would result from the application of the scale. The basic scale 


adopted for application in this territory should be plused beyond by 
arbitraries where necessary to increase the scale to compensate for 
the territory of lighter traffic density in western North Dakota, South 
Dakota and Montana. 


Mr. Townsend said that some readjustments might be neces- 
sary in Minnesota, the Dakotas and Montana to remove dis- 
criminations, but that a general increase, such as was proposed 
by the examiners, would place a burden on agriculture in the 
northwest contrary to the intention of the Hoch-Smith resolution. 

H. J. Campbell, for the Chicago Board of Trade, compared 
the proportionals from Kansas City and Omaha to Chicago with 
the proportionals from those points to St. Louis and said they 
should be brought into relationship by reducing them to Chicago 
and not by raising them to St. Louis. He said the Commission 
should restore the relationship, Kansas City to the Gulf and 
Kansas City to the Atlantic that existed before the war period 
by reducing the rates from Missouri River to the east 6 cents 
and to the Gulf only 3 cents. New Orleans, he said, from Kansas 
City, was 7 cents under Baltimore innstead of as formerly 4 cents. 

J. S. Brown, also for the Chicago Board of Trade, advised 
the Commission to equalize Chicago and St. Louis. As to the 
proposed scale, he said it was too high and not properly graded. 
No percentage of the No. 12244 scale, he said, could be made to 
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fit the situation in western trunk line territory, but that if it 
was decided that a scale would have to be used, the Commission 
should use the scale proposed by the Board of Trade. He said 
the scale recommended by the examiners would make an aver- 
age increase of 4 cents per 100 pounds from Iowa to Chicago. 
The present rates from eastern Iowa, he said, were too high. 
The examiners’ scale, he said, would make the local rate from 
the Missouri River to Chicago 29.5 cents. The present propor- 
tional rate, he pointed out, was 17.5 cents. 

Retention of the rate-break system and abolition of free 
transit were advocated by Fred S. Keiser, of Duluth, Minn. 
He urged the Commission to adhere to its decisions, in a num 
ber of cases, to the effect that transit was a service of value 
to the shipper for which the railroad was entitled to and should 
make a reasonable charge. The fact that Duluth was at the 
end of the line and therefore not in need of transit except 
for the small amount of all-rail shipments, was not the only 
reason for the position taken. But, he said, Duluth being at 
the end of the rails and on the edge of deep water was an 
advantage of location of which it should not be deprived. He 
said that if a scale were to be used it should be lower than 
in other parts of the territory on account of the Canadian 
competition and other conditions not found in other parts of 
the western district. As to export rates, he said that if the 
Commission continued the export rates from Montana, for 
which, he said, there was no excuse, Duluth should also be 
given export rates, to the east, of course. Whatever was given 
to Duluth, he thought, should also be given to Minneapolis. In 
nearly all important points he disagreed with Mr. Townsend, 
the spokesman for Minneapolis. 

J. L. Collyer, speaking for Peoria, Ill., asked that Peoria 
have her rates, particularly on corn, measured by the yard- 
stick used in making rates for Kansas City, St. Louis and 
Chicago, inasmuch as Peoria was a rate-break point, the same 
as the markets he mentioned. 

Oliver W. Tong, for mills north and wets of Minneapolis, 
agreed with Mr. Townsend to such an extent, he said, he would 
not repeat the arguments, but would confine himself to the 
situation created by the fact that the mills on the Great North- 
ern, Northern Pacific and Soo Line were not accorded free 
transit, but were required to pay as much as 2.5 cents for the 
privilege. He said that that situation should be changed by 
a requirement of free transit, as Mr. Townsend provided in 
his scheme. 


C. T. Vandenover, speaking for the southern Minnesota 
mills, emphatically advocated the retention of the present or 
rate-break system of rates. His assertion was that that system 
produced a definite and certain system of rates, enabling the 
mills in the area surrounded by a circle passing through the 
great primary markets to buy grain in many markets and to 
hedge their operations in the future markets so that at all times 
they knew what they were doing and what was going on. The 
mileage system, with its “transit balance” appendix, he said, 
would make for uncertainty and confusion. He disagreed with 
Mr. Townsend on practically all points. 

Chauncey Abbott, representing Omaha milling interests, 
said he spoke as a business man and not as a rate expert, in 
support of the position heretofore taken by Omaha. 


F. P. Willette, for feed manufacturers, said that two transit 
stops should be allowed for the benefit of his clients. A stop 
for inspection, he said, should not be counted or, if counted, 
should be charged against the shipper of the wheat which, he 
said, could not go to market without inspection to show its 
grade. 


C. W. Rippin, for St. Louis grain interests, attributed the 
recent slump in wheat prices to the publicity given to the fact 
that this country had a large surplus of wheat to sell, as the 
outgrowth of President Hoover’s suggestion that the railroads 
make a reduction in the rates on grain. In answer to a ques- 
tion from the bench, he said the fact probably was known that 
the country had a large surplus of wheat, but that the publicity 
about the fact, the advertisement of it, he said, sent prices 
tumbling. 

Particular situations, as distinguished from the general 
considerations, were discussed by Ray Williams, for Cairo, II1., 
interests; Henry Wilson, for Sioux City, Ia.; W. J. Cornell, for 
Shreveport, La.; H. A. Bronson, for Grand Forks, N. D., and 
Glenn Moffett, for southern Kansas millers. They spoke to- 
ward the end of the second week of the arguments. By that 
time the attendance, which was large at the beginning of the 
arguments, had dwindled considerably on account of the neces- 
sity, even on the part of some who had not spoken, of attend- 
ing to other matters. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al. Consolidated Southwestern Cases. The 
Corporation Commission of Oklahoma has filed a motion to 
compel immediate compliance with the Commission’s report 
and orders in 1238 I. C. C. 203 as to intrastate rates to south- 
east Kansas and southwest Missouri points. 
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No. 19413, East Rochester Association vs. B. & O. et 4 
Defendants petition for modification of order. , 

No. 19759, L. E. Holloway and Co. vs. A. B. & C. Ry. et aj 
Complainant petitions for rehearing. y 

No. 20479, American Glue Co. et al. vs. Pennsylvania et al 
Complainants ask for reconsideration on record as made. 

No. 17713, Edward Nordman, Commissioner of Markets of 
State of Wisconsin, vs. Aberdeen & Rockfish et al., ang No 
18281, Ridenour-Baker Grocery Co. et al. vs. Santa Fe et a) 
Western Trunk Lines ask for postponement of effective date 
of order and for argument before and reconsideration by entire 
Commission. 

No. 18793 (and Sub. 1), Tidal Oil Co. vs. Chicago, Roc, 
Island & Gulf et al. Complainants ask for reopening and re. 
consideration upon record .as made, and/or rehearing and/or 
reargument before Commission. 

No. 20810, Cone Brothers Construction Co. vs. Southern e¢ 
al. Complainant asks for reopening and reconsideration, 

No. 18820, Chase & Co. vs. Atlantic Coast Line et al. Com. 
plainant asks for oral argument therein. 

No. 19981, Emerson Carey Fibre Products Co. vs. Missouri 
Pacific et al. Complainant asks for reopening and reconsiders- 
tion by entire Commission. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 25 totaled 
1,061,416 cars, as compared with 1,046,179 cars the preceding 
week, and 1,021,403 and 1,026,789 cars in the corresponding 
periods of 1928 and 1927, respectively, according to the car 
service division of the American Railway Association. 

As compared with loading the preceding week, loading the 
week ended May 25 showed increases as to grain and grain 
products, coal, coke, ore, and miscellaneous freight, and slight 
decreases as to live stock, forest products and merchandise, 
Ll, Cy ds 

Revenue freight loading by districts the week ended May 
25 as compared with the loading for the corresponding period 
of 1928 was reported as follows: 





Eastern district: Grain and grain products, 6,913 and 6,590; live 
stock, 2,055 and 2,309; coal, 42,867 and 44,911; coke, 3,125 and 2,092; 
forest products, 4,184 and 4,361; ore, 7,229 and 5,314; merchandise, 
L. C. L., 73,784 and 71,852; miscellaneous, 112,010 and 105,702; total, 
1929, 252,167; 1928, 243,131; 1927, 236,302. 

Allegheny «istrict: Grain and grain products, 3,125 and 2,592; 
live stock, 1,660 and 1,742; coal, 40,975 and 42,138; coke, 6,131 and 
5,209; forest products, 3,306 and 3,088; ore, 14,978 and 10,643; merchan- 
dise, L. C. L., 56,202 and 54,871; miscellaneous, 97,070 and 89,621; 
total, 1929, 223,447; 1928, 209,904;.1927, 213,720. 

Pocahontas district: Grain and grain products, 200 and 200; 
live stock, 96 and 119; coal, 41,568 and 40,612; coke, 436 and 356; 
forest products, 1,626 and 1,728; ore, 65 and 107; merchandise, L. C. 
L., 7,599 and 7,546; miscellaneous, 6,934 and 6,546; total, 1929, 58,524; 
1928, 57,214; 1927, 62,891. - 

Southern district: Grain and grain products, 3,850 and_ 3,996; 
live stock, 1,549 and 1,903; coal, 20,196 and 20,352; coke, 487 and 
492; forest products, 20,891 and 20,433; ore, 1,127 and 999; merchandise, 
L. Cc. L., 40,028 and 40,414; miscellaneous, 53,211 and 54,061; total, 
1929, 141,339; 1928, 142,650; 1927, 152,066. 

Northwestern district: Grain and grain products, 9,768 and 10,692; 
live stock, 7,094 and 7,329; coal, 5,259 and 4,139; coke, 1,854 and 1,280; 
forest products, 19,185 and 18,557; ore, 45,072 and 37,961; merchandise, 
» C. L., 33,200 and 33,773; miscellaneous, 46,328 and 43,948; total, 
1929, 167,760; 1928, 157,679; 1927, 156,283. 


Central Western district: Grain and grain products, 10,319 and 
10,006; live stock, 10,444 and 10,225; coal, 8,919 and 7,505; coke, 279 
and 323; forest products, 11,990 and 12,377; ore, 4,563 and 3,432; mer- 


chandise, L. C. L., 34,750 and 34,766; miscellaneous, 59,396 and 58,880; 
total, 1929, 140,660; 1928, 137,514; 1927, 134,034. 

Southwestern district: Grain and grain products, 5,145 and 4,840; 
live stock, 2,527 and 2,523; coal, 3,553 and 3,260; coke, 163 and 161; 
forest products, 8,109 and 7,965; ore, 451 and 395; merchandise, L. C. 
L., 16,581 and 16,542; miscellaneous, 40,990 and 37,625; total, 1929, 
77,519; 1928, 73,311; 1927, 71,493. 

Total, all roads: Grain and grain products, 39,320 and 38,916; 
live stock, 25,425 and 26,150; coal, 163,337 and 162,917; coke, 12,475 
and 9,913; forest products, 69,291 and 68,509; ore, 73,485 and _ 58,851; 
merchandise, I.. C. L., 262,144 and 259,764; miscellaneous, 415,939 and 
396,383; total, 1929, 1,061,416; 1928, 1,021,403; 1927, 1,026,789. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 





1929 1928 1927 
Four weeks in January........... 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five wooks in March... ......ss00-6 4,807,944 1,752,559 1,982,547 
FOUP WOGEE If ADFT. 2... .2cvcsecese 3,983,978 3,740,307 3,875,589 
Powe ween fh BRAY... cccstccciwcce 1,205,709 4,005,155 4,108,472 
eRe rrr 19,537,658 20,525,186 


BIG EXPORT TRUCK SHIPMENT 


The Milwaukee Road has in transit twenty-four carloads of 
Dodge trucks, containing one hundred and seventy-five units 
boxed and loaded on flat cars en route from Detroit to Shanghal, 
China. They are for the Chinese government for military serv 
ice. The shipment is booked for clearance on the American 
Line steamer President Taft, sailing from Seattle June 15. 
The trucks are of convertible one-ton type and can be used for 
transporting troops or supplies. The shipment consists of 
chassis only, the bodies to be built and assembled by the Chrysler 
dealer at Shanghai. This is said to be the largest individual 
export consignment of trucks made via Pacific coast. 
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PIG IRON FROM THE SOUTH 


The Trafic World Washington Bureau 


Railroads serving Birmingham, Ala., and other blast furnace 
oints have heaved a pig of iron into the pig iron rate structure 
of a large part of the country between the Allegheny and Rocky 
mountains and north of the Ohio and Missouri rivers by pro- 

ing to reduce the rate on pig iron from Birmingham to St. 
Louis, Mo., from $4.42 to $3.69 a gross ton. The proposal is 
made in supplement No. 29 to Speiden’s I. C. C. 1104, bearing 
June 13 as the effective date. Corresponding reductions from 
other southern furnace points to intermediate points are pro- 





sed. 

“ Ten days before the effective date of the supplement, re- 
quests for suspension of the proposed rates had been received 
fom C. F. A. lines; from Illinois Freight Association railroads 
named in C. W. Galligan’s petition for suspension and Western 
Trunk Lines headed by the Santa Fe, including the Illinois 
Central, one of the lines named in the Speiden tariff, and all 
the other prominent lines in that territory; the St. Louis Gas 
& Coke Corporation; the Louisville Board of Trade; Zenith 
Furnace Co., Duluth, Minn.; Youngstown Sheet and Tube Co., 
Youngstown, O.; By-Products Coke Corporation, Chicago, IIlI.; 
and M. A. Hanna & Co., Cleveland, O. 

The southern lines proposed the reduction, they said, on 
account of the over-production of pig iron in the southern 
district, their desire being to induce a larger movement from 
southern furnaces by a concession in rates. 

Protesting railroads assert that if the reductions are per- 
mitted to become effective the producers of pig iron on their 
rails will demand and that they will be almost if not altogether 
forced to make like reductions because as they assert, the con- 
dition of over-production of pig iron in the southern furnaces is 
matched by a similar condition in the north. They take the 
position that the reductions proposed by the southern carriers, 
if permitted, would break relationships which were established 
in much of the territory involved by decisions of the Commis- 
sion in many cases. Shippers also made that point. Later 
protests requesting suspension were expected making similar 
arguments. 

The Louisville Board of Trade pointed out that the reduc- 
tion of the rate from Birmingham to St. Louis without a cor- 
responding reduction to Louisville would have the effect of 
narrowing the present spread of 103 to 30 cents per ton. 

“Heretofore,” says the Louisville protest, “the carriers 
serving the Ohio crossings from the south have insisted that 
the same relative revision be made to Louisville and other 
Ohio River crossings as to St. Louis.” 

Manufacturers and shippers of iron and steel articles at 
Louisville, the Louisville protest says, are in keen competition 
with those at St. Louis in the marketing and distributing of 
articles of that sort in the surrounding territory. It says that 
the reduction to the St. Louis group, if permitted to become 
effective, will result in undue preference for the favored manu- 
facturers in the St. Louis group and undue prejudice to those 
in the Louisville group. 

The St. Louis Gas & Coke Corporation attacked the pro- 
posed rates as unreasonably low, pointing out that over the 
various routes from Birmingham to St. Louis the yield, on the 
average, would be but 5.9 mills per ton-mile and that the $3.69 
trate would be lower than any the railroads had proposed in 
I. and S. No. 1633, Pig Iron from Southern Producing Points, 
741. C. C. 330, which the Commission found not justified. It 
said that the rates were much below those which were allowed 
to become effective in I. and S. No. 2441, Pig Iron from Southern 
Producing Points, 104 I. C. C. 27. In that case, the protestant 
pointed out, the Frisco said that a rate of $4.42 proposed in the 
last cited case, represented “the greatest reduction it can afford 
to make.” Now, the protest pointed out, it had joined in a 
reduction to $3.69. The St. Louis Gas & Coke Corporation is a 
Producer of pig iron at Granite City, IIl., in the St. Louis 
District. 

Southern railroads have also preposed reductions in rates 
from the southern furnace points to south Atlantic and Gulf 
ports for the same reason as is assigned for the reductions to 
St. Louis and related points, namely, accumulated tonnage result- 
ing from over-production. The Mobile Chamber of Commerce 
and the Alabama State Docks Commission asked for their sus- 
Pension the same day that the northern railroads and northern 
furnace points asked for similar action in respect of the rates 
to St. Louis. The Mobile organizations alleged that the reduced 
rates would be unduly prejudicial against Mobile and unduly 
preferential of Charleston, S. C., Savannah and Brunswick, Ga., 
Jacksonville, Fla., Norfolk, Pinners Point and Portsmouth, Va. 

The request, however, is for suspension only in so far as the 
Proposed rates would apply to traffic going to the Pacific coast 
Ports. The request for suspension carries an appendix showing 
the present and proposed rates. The petition says that an 
analysis of that appendix shows, from Birmingham, Ala., on 
Pacific coast traffic, the present difference, Mobile under south 
Atlantic ports is 62 cents ($3.37—$2.75); under Virginia ports, 
$1.50 ($4.25—$2.75); from Chattanooga, Tenn., the present differ- 
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ence, Mobile under Virginia ports, is 63 cents ($4.00—$3.37) ; 
to south Atlantic ports, the rates are the same as to Mobile 
($3.37—$3.37). Birmingham or Chattanooga, the petition says, 
are typical furnace points in the Alabama or Tennessee districts. 

“The June 13 rates,” says the petition, “from Birmingham 
would make the difference, Mobile under South Atlantic ports, 
25 cents ($2.70—$2.45); under Virginia points, $1.05 ($3.50— 
$2.45), thus decreasing Mobile’s spread under south Atlantic 
ports, 37 cents (62—25 cents); under Virginia ports, 45 cents 
($1.50—$1.05); from Chattanooga, Mobile will be 37 cents over 
the south Atlantic ports ($3.07—$2.70), and 18 cents under Vir- 
ginia ports ($3.25—$3.07). 

“Under normal conditions,’ continues the petition, “the 
ocean rates are the same from Mobile, south Atlantic and Vir- 
ginia ports to Pacific coast ports. The outbound tonnage from 
south Atlantic ports is substantially less than the inbound ton- 
nage, while the outbound tonnage from Mobile is substantially 
greater than the inbound tonnage. On this account, distress 
rates would be more readily available at south Atlantic ports 
than at Mobile and the petitioners are apprehensive that any 
decrease in Mobile’s spread would divert the traffic to those 
competing ports. 

A part of the commotion caused by the proposals of the 
southern carriers was eliminated by their acceding to the sug- 
gestion contained in the protest of the Mobile Chamber of 
Commerce and the Alabama State Docks Commission that the 
spread between Mobile and other ports be not narrowed. The 
carriers removed Mobile from among their opponents by making 
a rate of $2.25 from Birmingham instead of $2.45. Thereupon, 
the protests of the two organizations were withdrawn. 

The northern part of the commotion, however, grew to such 
a height that the Commission’s board of suspension asked the 
conflicting interests to meet it in conference on the matter so 
the members of the board would have the spoken word, instead 
of the printed word, to lean upon in making its recommenda- 
tion to the Commission on. the question as to whether there 
should or should not be suspension. The conference, held on 
June 6, developed into a united assault upon the southern car- 
riers by Central Freight Association, Illinois Freight Associa- 
tion and West Trunk Line traffic and tariff publishing agents. 
They insisted that the establishment of a rate of $3.69 from 
Birmingham, Ala., to St. Louis meant demands by northern 
pig iron producers for compensating reductions in their rates 
to which affirmative response would undoubtedly be made by 
some if not all the lines. 

J. E. Tilford, of the Southern Freight Association, pulled 
the laboring oar for the proposing lines. He was backed by 
W. B. Lewis, speaking for shippers in the southern furnace 
territory. Attacks upon the proposal were made by S. S. 
Bridgers, for the Central Freight Association; A. G. Cleveland, 
who addressed himself to the effect upon Western Trunk Line 
territory rates, and C. W. Galligan, of the Illinois Freight As- 
sociation. Mr. Tilford said the southern lines by no means 
asserted that the $3.69 rate would be a reasonable maximum 
rate. He said they did contend that it was not unreasonably 
low in that it would afford revenue in excess of the cost of the 
service performed. He said that the per car-mile revenue 
yielded by the rate would exceed the revenue yielded by pig 
iron rates from several furnace points north of the Ohio into 
the highly competitive territory, St. Louis and the St. Louis 
district points included in the area of application of the new 
rate. He particularly emphasized the comparison of a $3.69 
rate for 474 miles from Birmingham to St. Louis and a $2.16 
rate for the 280-mile haul, Chicago to St. Louis. He also 
pointed to the rate from Chicago to Cincinnati, $3.15 per long 
ton, showing a difference of 99 cents per ton for a haul to 
Cincinnati one mile longer than the haul to St. Louis on a 
$2.16 rate. Competition, he said, caused the southern carriers 
to make their proposals, competition being sharpened by the 
large over-production in the southern district. 

Mr. Galligan undertook the defense of the $2.16 Chicago- 
St. Louis rate, which Mr. Bridgers had said seemed to him to 
be too low, in comparison with almost any rate that had been 
named. Mr. Galligan said the large southbound empty move- 
ment of coal cars to the southern Illinois territory was one of 
the reasons for the making of that $2.16 rate. 


The Illinois Central, although a party to the proposed $3.69 
rate, being a party to the Speiden tariff proposing it, announced 
its opposition to that rate. In answer to a question as to whether 
the Illinois Central did not bring about that $2.16 rate, Mr. 
Galligan said that the rate was made in the regular way by 
the Illinois Freight Association. 

W. E. Rosenbaum, for the St. Louis Gas & Coke Corpora- 
tion, reviewed all the pig iron cases, from the Sloss-Sheffield 
down to the present day, to show that the proposal of the 
southern lines would break up a relationship which the Com- 
mission, in all those cases, had tried to retain. Mr. Tilford 
retorted that the whole system of making rates between the 
north and south had been changed in the Southern Class Rate 
Investigation and that if the Commission found not unreason- 
able a rate of $3.69 to Cincinnati, O., it could hardly be ex- 
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square feet. There is railroad stor- 
age for over 500 cars. Tracks ex- 
tend the entire length of all piers. 
The 25-acre yard adjacent to the 
piers is devoted to the storage and 


distribution of lumber. 

: MERCHANTS WAREHOUSE CO. 

wv Snowden Henry, Superintendent 

0 Eleven mammoth warehouses, con- 

sect veniently located throughout the 

sgt city, provide over 1,300,000 square 

spall feet of excellent storage space. Each 
property is served by P. R. R. sid- 
ings. The Merchants Warehouse 
Company are the largest operators 

“9 of warehouses in Philadelphia and 

E 


are equipped to furnish all kinds of 
service incident to the handling of 
package freight on L. C. L. ship- 
ments. Liberal cash advances may 
be had on stored goods. Insurance 
rates are low. 
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At Norfolk, Va.— 
NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 

At this great terminal property there 
is every modern device for the rapid 
and economical handling of cargoes. 
There are three piers each 1300 feet 
long and four open-bulkhead berths. 
Eight warehouses provide 2,200,000 
square feet of floor space. They are 
served by depressed tracks and con- 
crete drives. The receiving, deliver- 
ing and classification yards have a 
capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight 


trunk line railroads. 


At Chicago— 


Richard D. Jones, Western Traffic Manager 
1646 Transportation Building 
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pected to say that that rate for a practically similar haul to 
St. Louis would be unreasonable. He denied that the southern 
lines intended following the changes made by that case in the 
making of commodity rates but said he had cited that case to 
show that considerable water had passed over the dam since 
the earlier pig iron cases cited had been decided. 

Mr. Cleveland said the new rate to St. Louis would cut the 
rates as far back as Missouri River points and that the pro- 
posal had already brought demands from their shippers for like 
reductions. The whole pig iron rate structure, he said, would 
be affected by the rate the southern carriers proposed. Argu- 
ments to that effect were made so strong that Mr. Powers, of 
the suspension board, suggested, interrogatively, that the net 
effect would be reduction by northern carriers to offset those 
from the south, with only one definite effect, namely, decreased 
revenues for the railroads. The northern lines assented to that. 


O’FALLON DECISION EFFECT 

The decision of the Supreme Court in the O’Fallon recap- 
ture case does not mean that cost of reproduction new will 
necessarily be the most important consideration in determining 
value, according to a review of the decision by T. P. Artaud, 
vice-president of the National Association of Owners of Railroad 
and Public Utility Securities, formerly supervisor of land valua- 
tion for the Commission, in the Security Owner, the association’s 
publication. 

“The court held,” said he, “that the Commission must give 
consideration to current, that is, to reproduction costs. The 
weight to be accorded to reproduction costs, the court held, was 
not before it. 

“The meaning of this decision, as of the long line of cases 
which precedes it. is that, in determining the value of railway 
property for rate-making or recapture purposes, the Commission 
is to make a finding that is just and right.” 

Mr. Artaud said the decision foreclosed the use of a prudent 
investment method of valuation by the Commission, and added: 


The decision will, in all probability, have little effect upon freight 
and passenger rates. Those rates will continue at present levels and 
changes probably will follow in about the same proportion as they 
have in the past. The carriers as a whole have failed to earn the 
statutory 53% per cent even on a lower valuation, so there is little 
cause for the belief that they will insist on a full return at this 
time or that it would be granted them if they did insist on it. Rates 
are determined largely apart from considerations of value even in 
spite of the fact that so much is said about valuation for rate- 
making purposes. 

The results of the opinion will be most noticeable in the findings 
of valuation by the Commission in connection with its recapture 
orders. The valuations used in recapture proceedings should in most 
cases be higher than they would have been if the court had not 
held that reproduction costs new must be considered along with other 
pertinent facts. It may be that under certain statements of fact the 
required consideration of reproduction costs will not result in in- 
creasing the value beyond what it would be under the prudent in- 
vestment theory. As the Supreme Court said in the O’Fallon case: 
“No doubt there are some, perhaps many, railroads the ultimate 
value of which should be placed far below the sum necessary for 
 negpnere ntl While the value of some railroads may be placed 
below cost of reproduction, in most cases no doubt the value found 
will be higher than it would have been if the Supreme Court had 
not required the Commission to consider reproduction costs as one 
of the pertinent facts. 

The decision that interest may not run until the order becomes 
final is of great importance. 


While the court did not pass upon the issue of confiscation there 
is a far-reaching declaration in the concluding paragraph to the effect 
that a court may not decline to review an order of the Commission 
merely on the theory that enough income is left under the Commis- 
sion’s order to negative any suggestion of actual confiscation. An 
unreasonable or illegal order may not be left to stand merely because 
it does not quite result in confiscation. The plea of the Commission 
that its order would not result in confiscation did not avail to prevent 
the court from construing the statute and directing the Commission 
to obey the mandate under which it operates. 

The Supreme Court has spoken with brevity, with clarity and 
to the point. The country is now fully advised as to what the law is. 
The Commission can proceed with its work as the agent of Congress. 
It will perhaps welcome the admonition ‘‘The function of this Com- 
mission is not to act as an arbiter in economics but as an agency 
of Congress.’’ In recent years the Commission has been arqee again 
+ — to become an arbiter in economics. That clearly is not its 
unction. 


Moultrie Hitt, counsel for various short-line railroads, in 
commenting on the effect of the decision, in part, said: 


It cannot be expected from this decision that the value of all 
the carriers will be enhanced and certainly not to so large a total 
as eleven billion dollars, or to a 50 per cent increase in the values 
heretofore found by the Interstate Commerce Commission for rail- 
roads as a whole. 

Nevertheless real consideration to current costs of reproduction 
will undoubtedly operate, at the present level of prices, as an im- 
portant factor to enhance the value of some of the older properties, 
although it would tend to reduce the value of newer properties created 
in a period of high prices like in the year 1920. 

It will operate to the — benefit of well established pros- 
perous properties, because it would be hard to justify a finding of 
value any less than current cost of reproduction on an excess earner 
road, when the capitalization of current earnings would produce an 
even higher value. It ought to be especially advantageous to those 
properties built at a comparatively low original investment cost. 

As I have often pointed out heretofore (although the matter of 
an adequate value is of prime importance to a carrier) the popular 
notion of the valuation of railroads in its effect on rates which the 
public must pay is grossly exaggerated. 

If it were true that railroad values would be increased eleven 
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billion dollars, and if the railroads were able to charge rates 
enough to pay a 5% per cent return on all their propert 


high 
. Re : ~ ¥ devoted 
to transportation, it would mean a total increase of less than 


cent in the dollars paid by the public for railroad transportatj 
This is true because most of the money paid by the public oan 
pay operating expenses, and the money which would be applicable 


to paying a return on the value of the property is but ; 
fraction of the total amount required. ~ a 
Furthermore, the public has a right to have reasonable rat: 
even if the return to the carrier is insufficient; and, in addition the 
economic principle of mass production so characteristic of Americas 
industry generally operates with as much or greater force in the rail 
road field than anywhere else, hence the carriers can never aflens 
to charge rates higher than will produce traffic in the most profit bl 
volume. ied 
Hence it is my opinion that the main benefit, if any, to come fro 
the enormous sums which valuation work has cost will arise jon 
its merely educational value, and the resultant disruption of fallagj “ 
economic theories. ” 
Eventually, therefore, the valuation question will shrink into th 
background so far as it is a matter of any particular consequence 
to the rate paying public. Nevertheless it will continue to be of coe. 
siderable, and sometimes of vital, importance to individual carriers 
in particular respects, especially in sound capitalization, and in inter. 
carrier relationships. oii 


COMMISSION PRACTITIONERS 


The Commission, June 6, issued an additional list of names 
of those admitted to practice before it in connection with the 
establishment of a Commission bar. The list follows: 

Moultrie Hitt, Washington, D. C.; Brenton K. Fisk, Boston 
Mass.; Henry 8. Ballard, Columbus, Ohio; Vincent G. Hart 
Albany, N. Y.; Geo. H. Fernald, Jr., Boston, Mass.; Edwin C. 
Blanchard, Washington, D. C.; Cloud R. Marshall, Washington 
D. C.; Edw. A. Boyd, Chicago, Ill.; Mathias F. Perz, Chicago 
Ill.; Paul E. Blanchard, Chicago, Ill.; Andrew H. Brown, Cleve. 
land, Ohio; Henry E. Ketner, Richmond, Va.; L. M. Walter, 
Chicago, Ill.; Clarence B. Cardy, Chicago, Ill.; Samuel T. Bled. 
soe, Chicago, Ill.; C. O. Swartz, Chicago, Ill.; Harold F. Mook, 
Erie, Pa.; Carlton M. Randall, Erie, Pa.; C. R. Hillyer, Chicago, 
Ill.; Harry T. Newcomb, New York, N. Y.; H. C. Mandeville, 
New York, N. Y.; J. Prince Webster, Atlanta, Ga.; John L, 
Steinburgler, New York, N. Y.; Kenneth F. Burgess, Chicago, 
Ill.; Leonard E. Banta, Indianapolis, Ind.; John G. Heyburn, 
Louisville, Ky.; Thomas F. Millane, Milwaukee, Wis.; Jas. J. 
McLaughlin, Erwin, Tenn.; James W. Casey, Chicago, IIL; 
Joseph H. Tedrow, Kansas City, Mo.; James H. Mulally, St. 
Paul, Minn.; Harry A. Frank, St. Louis, Mo.; Robt. J. McBride, 
Chicago, Ill.; Voris D. Seaman, Chicago, IIl.; A. M. Liveright, 
Clearfield, Pa.; R. J. Hagman, St. Paul, Minn.; Joseph W. Por. 
ter, New Orleans, La.; John F. Bonner, St. Paul, Minn.; Ray- 
mond R. Lethem, Washington, D. C.; A. H. Ferguson, New 
Bedford, Mass.; Douglas F. Smith, Omaha, Neb.; Nuel D. Bel- 
nap, Chicago, Ill.; Thomas M. Woodward, Washington, D. C.; 
Robert E. Quirk, Washington, D. C.; Ewing H. Scott, Washing: 
ton, D. C.; Carl W. Bridger, New Orleans, La.; Robt. H. Kelley, 
Houston, Tex.; R. W. Ropiequet, East St. Louis, Ill.; W. C. 
Ropiequet, East St. Louis, Ill.; Lowe P. Siddons, Chicago, III; 
Lamar Field, Anniston, Ala.; J. P. Plunkett, St. Paul, Minn; 
R. F. Berg, St. Paul, Minn.; F. A. Larish, Chicago, IIl.; H. C. 
Lust, Chicago, Ill.; S. C. Bates, Springfield, Mo.; H. C. Barron, 
Chicago, Ill.; Henry Wolf Bikle, Philadelphia, Pa.; J. F. Eshel- 
man, Philadelphia, Pa.; W. F. Zearfaus, Philadelphia, Pa.; W. F. 
Cousins, Philadelphia, Pa.; Jas. E. Gowen, Philadelphia, Pa.; 
Carle Whitehead, Denver, Colo.; A. L. Vogl, Denver, Colo.; 
F. F. Miles, Denver, Colo.; J. J. Kearney, Washington, D. C.; 
R. S. Shepard, Dallas, Tex.; Parker McCollester, New York, 
N. Y.; Jas. R. Murphy, Washington, D. C.; Henry D. Boynton, 
New York, N. Y.; R. H. Overbaugh, New York, N. Y.; Edw. . 
Seneff, Philadelphia, Pa.; Geo. E. Elliott, Washington, D. C.; 
Barry Mohun, Washington, D. C.; Philip H. Porter, Madison, 
Wis.; W. J. Woodcock, Jr., Philadelphia, Pa.; Willis Crane, 
Washington, D. C.; Chas. A. Vilas, New York, N. Y.; Geo. P. 
Orlady, Philadelphia, Pa.; J. H. Mooers, New York, N. Y.; Rich- 
ard Jones, Jr., Youngstown, Ohio; C. S. Bather, Rockford, Ill; 
Chas. B. Gray, Washington, D. C.; William Jay Turner, Phila 
delphia, Pa.; R. G. Stackhouse, Chicago, Ill.; R. B. Coapstick, 
Indianapolis, Ind.; C. J. Kappler, Washington, D. C.; J. T. 
Quisenberry, Chicago, Ill.; Julius Henry Cohen, New York, N. 
Y.; O. O. Bunn, Birmingham, Ala.; H. L. Lohnes, Washington, 
D. C.: W. N. McGehee, Washington, D. C.; Charles Clark, Wash- 
ington, D. C.; H. A. Hollopeter, Terre Haute, Ind.; A. B. Cronk, 
Indianapolis, Ind.; J. S. Burchmore, Chicago, IIl.; E. D. Jones, 
Washington, D. C.; J. H. Sturtevant, Boston, Mass.; Fayette B. 
Dow, Washington, D. C.; E. S. Ballard, Chicago, Ill.; F. R. Stark, 
New York, N. Y.; J. R. McSherry, Washington, D. C.; Max 
Thelen. San Francisco, Calif.; F. G. Dorety, St. Paul, Minn; 
C. E. Elmquist, St. Paul, Minn. 


MOTOR REGULATION BILL 

Chairman Couzens, of the Senate interstate commerce com 
mittee, has introduced S. 1351,. a bill to regulate interstate 
commerce by motor vehicles operating as common carriers of 
persons on the public highways. This is the bill that was 
introduced heretofore and that has the support of the various 
interests seeking enactment of legislation providing for res" 
lation of the motor bus in interstate commerce. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMERCE 


(Supreme Court of Ohio.) Affidavit for certificate of con- 
venience and necessity, alleging that affiant was operating as 
common earrier of freight over all roads and highways that 
yere passable in state, but disclosing that affiant had two trucks 
only which he was operating in business as common Carrier 
of freight, showed that affiant could not have been engaged as 
common carrier operating over all roads, highways, and streets 
in state, and was properly modified to limit affiant’s operations 
0 freight passing into and out of his home town.— Stockton 
ys, Public Utilities Commission, 166 N. E. Rep. 135. 

Public utilities commission for good cause shown, and 
after hearing, has authority to revoke or modify any certificate 
of convenience and necessity which it has issued.—lIbid. 

(Supreme Court of Washington.) Under Laws 1921, p. 341, 
sec. 4, holder of certificate of public convenience and necessity 
for motor vehicle passenger and express service in territory 
already served is entitled to priority as to certificate in that 
territory.—Pacific Northwest Traction Co. vs. Department of 
Public Works of Washington et al., 276 Pac. Rep. 566. 

In proceedings before Department of Public Works for 
certificate of public convenience and necessity for motor vehicle 
passenger and express service, appellant traction company held, 
under facts, to be within meaning of Laws 1921, p. 341, sec. 4, 
under which certificate holder in territory already served by it 
has prior right to another certificate which is to be issued to 
serve such territory.—lIbid. 

(Supreme Court of Minnesota.) On appeal to the district 
court from an order of the Railroad and Warehouse Commis- 
sion, the findings of fact of the commission are prima facie 
correct and its order made thereon prima facie reasonable; 
the burden of proving otherwise is on the appellant. If the 
order is unlawful or unreasonable, it may be set aside. The 
order here considered was unlawful, based, as it was, upon 
a mistake of law. Under the facts in this case, the district 
court was justified in ordering agency service at the station 
involved—Abrahamson et al. vs. Canadian Northern Ry. Co., 
225 N. W. Rep. 94. 

The Minnesota statute, as we construe it, does not violate 
the constitutional guaranty of the Fourteenth Amendment to 
the Federal Constitution.—Ibid. 

Attorneys’ fees were properly allowed.—lIbid. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(District Court, S. D., New York.) Charterer’s action to 
recover dead freight paid for shortage of cargo, when weather 
conditions prevented further loading, and master threatened 
to enforce lien upon cargo if dead freight was not paid, held 
within admiralty jurisdiction, since refusal and failure of master 
to carry and deliver loaded cargo according to terms stipulated 
in charter party constituted breach of maritime contract of 
Which admiralty court had jurisdiction—St. Lawrence Sugar 
Reineries, Limited, vs. United States, 31 Fed. Rep. (2d) 804. 

(Circuit Court of Appeals, Third Circuit.) While there is 
lo statute of limitations within which actions must be brought 
in admiralty, yet admiralty, like equity, usually follows law, 
and in analogy applies statute of limitations within which suits 
Must be brought, but in exceptional circumstances courts of ad- 
Niralty disregard statutory limitations and enlarge or diminsh 
them.—Christianssand Shipping Co., Limited, vs. Marshall, 31 
Fed. Rep. (2d) 686. 

Owner’s claim against charterer for port towage charges 
incurred April 29, 1919, and paid by owner on May 25, held not 
barred by laches or limitations, where libel was filed May 25, 
1925, since cause of action did not arise until owner had paid 
charges on May 29, before which time owner could not call 
on charterer to reimburse owner.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Under ship- 
ping act, sec. 30 (46 USCA, sec. 829), making findings and order 
of Shipping Board prima facie evidence certified copies of findings 
and order on shipper’s complaint of discrimination under section 
22 (46 USCA, sec. 821)), together with certificate showing 
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plaintiff’s authority to do business in the state and computation 
of interest, was sufficient on which to base recovery in shipper’s 
action for damages under section 30.—Compagnie Generale 
Transatlantique vs. American Tobacco Co., 31 Fed. Rep. (2d) 
663. 

In view of Const. art. 1, sec. 8, cl. 3, authorizing Congress 
to regulate commerce with foreign nations, steamship company 
engaged in foreign commerce, whose ships enter United States 
ports in such commerce, is within provisions of shipping act, 
secs. 16, 17, 22, 30 (46 USCA, secs. 815, 816, 821, 829), concern- 
ing discrimination, and fact that bill of lading was issued in 
France does not exclude it.—Ibid. 

Lawful statute in force when contract was 
into contract and becomes part of it.—lIbid. 

Power of Congress, under Const. art. 1, sec. 8, cl. 3, to regu- 
late foreign commerce extends to and implies right to control 
contract power of carrier, in so far as public interest requires 
such limitation.—Ibid. 

Shipping act, sec. 16 (46 USCA, sec. 815), prohibiting certain 
discriminatory acts by any common carrier by water applies to 
common carrier in foreign commerce, notwithstanding specific 
reference to such carriers in section 17 (46 USCA, sec. 816). 
Ibid. 

Consignee of freight shipped from France, who paid dis- 
criminatory freight charges, is entitled to recover damages 
under shipping act, sec. 30 (46 USCA, sec. 829), for discrimi- 
nation prohibited by section 16 (46 USCA, sec. 815); “shipper,” 
as used in the statute, meaning the owner or person for whose 
account of the carriage of the goods is undertaken.—lIbid. 

Action under the shipping act (46 USCA, sec. 801, et seq.) 
to recover damages for discrimination in freight charges was 
not one to recover excessive charge made under mistake of law 
or fact.—lIbid. 

Collection by ocean carrier of shipping charges on basis of 
five francs to the dollar, when francs were worth but 10 cents, 
amounted to “discrimination” within shipping act (46 USCA, 
sec. 801, et seq.).—lIbid. 

In action under shipping act, sec. 30 (46 USCA, sec. 829), for 
damages for discrimination in freight charges, questions as to 
whether charges were reasonable or otherwise, and whether 
discriminations were due or undue, were questions of fact, to 
be passed on in light of all the facts, and when defendant failed 
to answer prima facie evidence offered by plaintiff, verdict for 
plaintiff was properly directed.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) When sum is 
payable in United States in dollars, any conversion from for- 
eign currency necessary to its calculations is to be made at 
rate of exchange prevailing at due date.—Det Forenede Damp- 
skibs Selskab vs. Insurance Co. of North America, 31 Fed. Rep. 
(2d.) 658. 

Ship’s lien upon cargo for general average is possessory 
only, and master can enforce it only by retaining goods.—Ibid. 

Unless contrary appears, cargo owner’s obligation for gen- 
eral average becomes unconditionally due upon acceptance of 
goods, and conversion of foreign currency into dollars is to 
be made as of that time.—Ibid. 

(District Court, S. D., New York.) Proceeding, under Rev. 
St., secs. 4283-4285, 46 USCA, secs. 183-185, for limitation of 
liability of shipowner, amounts to administration of equity in 
admiralty court, and partakes of features of bill to enjoin multi- 
plicity of suits, and of interpleader and creditors’ bill.—In re 
Statler, The Mirama, 31 Fed. Rep. (2d) 767. 

Proceeding by shipowner, under Rev. St., secs. 4283-4285, 
46 USCA, secs. 183-185, for limitation of liability, resulted in 
bringing claims asserted against him within jurisdiction of 
admiralty court, and gave court jurisdiction to impose personal 
liability on petitioner, though court did not have res in its 
possession.—Ibid. 

Right of representatives of deceased seamen to claim dam- 
ages for death is original, and not derivative, under seamen’s 
act 1915, sec. 20, as amended by act June 5, 1920, sec. 33, 46 
USCA, sec. 688.—Ibid. 

Under the common law, actions ex delicto abate on the 
death of the person charged with the wrong, and cannot be 
revived against his representatives.—lIbid. 

Proceeding by shipowner, under Rev. St., secs. 4283-4285, 
46 USCA, secs. 183-185, for limitation of liability as to claims 
against him for death of seamen, held to abate upon shipown- 
er’s death, under seamen’s act 1915, sec. 20, as amended by 
act June 5, 1920, sec. 33, 46 USCA, sec. 688, and Rev. St., sec. 
955, 28 USCA, sec. 778, providing representatives may prosecute 
or defend suit in case cause of action survives by law, and 
proceeding could not be revived by substitution of petitioner's 
representatives.—Ibid. 

Where, in proceedings for limitation of liability under Rev. 
St., secs. 4283-4285, 46 USCA, secs. 183-185, there was no res 
before the court on account of petitioner’s denial of interest and 
of any pending freight at time vessel was lost, death of peti- 
tioner left persons claiming damages for death of seamen with- 
out relief, since proceeding abated, under seamen’s act 1915, 
sec. 20, as amended by act June 5, 1920, sec. 33, 46 USCA, sec, 
688, and Rev. St., sec. 955, 28 USCA, sec. 778.—Ibid. 


made is read 



































































































































THE TRAFFIC WORLD 








Vol. XLIII, No, 





2 





9 
0 








SANTA FE LOSES GRAIN CASE 


Efforts of the Santa Fe to have set aside the order of the 
Commission requiring cancellation of tariffs increasing rates on 
grain, entered in Grain and Grain Products from Colorado, Kan- 
sas and Nebraska to Gulf Ports for Export, 129 I. C. C. 261, 
came to naught June 3 when the Supreme Court of the United 
States, in an opinion by Justice Brandeis, affirmed the federal 
court for the northern district of Illinois in No. 466, Atchison, 
Topeka & Santa Fe et al. vs. United States et al. 

The suit was brought to enjoin and annul the order of the 
Commission (July 6, 1927) directing the Santa Fe and two other 
carriers to cancel proposed tariffs increasing the respective 
grain rates from numerous country points in Colorado, Kansas 
and Nebraska to Kansas City, Mo., and Wichita, Kan. The 
Santa Fe and the other two carriers were the plaintiffs, Justice 
Brandeis explained, and besides the United States and the Com- 
mission, the Kansas City Southern and other carriers that com- 
peted for grain export traffic from Kansas City to Gulf ports 
were defendants. 

The district court denied the application for an injunction 
and dismissed the bill. The highest court agreed with the 
district court. . 

Justice Brandeis said the Santa Fe had a direct line from 
Dodge City, Kan., to the Gulf via which its through rate on 
wheat for export was 47 cents. It also had a line, he continued, 
from Dodge City via Kansas City to the Gulf on which its 
through rate, prior to 1924, was 51 cents, being the combination 
of the local rate of 20.5 cents from Dodge City to Kansas City 
and the standard proportional rate of 30.5 cents from Kansas 
City to the Gulf. 

The Kansas City Southern, continued Justice Brandeis, had 
no line from Dodge City to Kansas City but it had from Kansas 
City to the Gulf and its standard proportional rate was 30.5 
cents. Prior to 1924, said he, the Kansas City Southern was in 
position to compete with the Santa Fe on equal terms for trans- 
portation to the Gulf of grain from Dodge City on storage in 
Kansas City. In that year the Santa Fe reduced its through 
rate from Dodge City to the Gulf via Kansas City to 47 cents, 
and thereby, continued the justice, the Santa Fe’s net propor- 
tional rate from Kansas City to the Gulf was reduced 4 cents, 
or from 30.5 to 26.5 cents. As a result the K. C. S. was disabled 
from competing with the Santa Fe for the transportation from 
Kansas City to the Gulf of grain in storage at Kansas City which 
had come from Dodge City. The K. C. S. filed a tariff lowering 
its rate to 26.5 cents. The Santa Fe, according to the opinion, 
protested to the Commission but suspension was refused. Then 
the Santa Fe, said Justice Brandeis, to exclude the K. C. S., 
filed the tariff here in question, imposing a 4-cent addition to its 
Kansas City rate on any Dodge City grain that should later be 
reshipped over the K. C. S. It was this conditional addition 
of 4 cents to the Dodge City-Kansas City rate that the Commis- 
sion suspended, said he. 

The Santa Fe made no attempt to justify the increase, con- 
tinued the justice, but contended that the general rules of law 
concerning reasonableness of rates were not applicable and that 
the Commission lacked power to order the rate cancelled be- 
cause by so doing it compelled the Santa Fe to participate in a 
through route and rate and thereby short-haul itself, in disre- 
gard of the limitation imposed by section 15 (4) of the interstate 
commerce act on the Commission’s power to establish through 
routes. 

In ordering cancellation of the proposed tariff the Commis- 
sion exercised only its function of determining the reasonable- 
ness of rates, said Justice Brandeis. He said it made a rate 
order to which the matter of routing was merely an incident. 
He said the Commission’s power to pass on the reasonableness 
of rates was not limited by section 15 (4), and that Congress 
could not have intended that such a limitation be imposed. He 
also said that the contention that the cancelled tariff was legally 
part of a through rate was also unsound. He said that that 
argument rested on a fiction—the fiction of a through rate with 
transit privileges. 

Taking up the contentions of the Santa Fe and stating the 
conclusions of the court with respect thereto, Justice Brandeis 
said: 

The Santa Fe, regarding the grain in storage at Kansas City as 
tonnage which, although temporarily held in abeyance, is in the 
course of a through movement and, as such, is to be held on its 
lines, makes this argument: At the time that the cancelled tariff 
was filed, the Santa Fe had a through route on its own lines 
from Dodge City via Kansas City to the Gulf; and there existed 
no through route from Dodge City to the Gulf via the Southern 
from Kansas City. The Santa Fe was therefore legally entitled 
to carry to the Gulf at the through rate all Dodge City grain 


stored at Kansas City, which had been brought in by it. The 
Southern’s varying proportional rate on Dodge City grain enabled 
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the Southern to secure some of this grain. The Santa Fe’s pre 
posed varying rate was essential to prevent that invasion of its 
right not to be short hauled on Dodge City grain. 3y ordering its 
proposed tariff cancelled, the Commission made possible a througt 
route via the Southern which compelled the Santa Fe to shat 
haul itself. As the Commission was prohibited by paragraph 4 of 
section 15 from establishing a through route via the Southern whiel 
would short haul the Santa Fe, Congress must have intended > 
deny to it also the power to cancel as unreasonable a tariff which 
was essential to the preservation of the Santa Fe’s long haul. 

A_ supplemental argument is made by the Santa Fe to overcome 
the finding of the Commission that, at the time when the tariff 
here in question was filed, there already existed (without any or- 
der by the Commission) a through route for grain over the Santa 
Fe from Dodge City to Kansas City and thence to the Gulf via the 
Southern. Compare St. Louis Southwestern Ry. Co. vs. Uniteg 
i s, 245 U. S. 136, 139; Virginian Ry. vs. United States, 279 
U. S. 658, 666. The supplemental argument is this: Since. the 
Commission could not have ordered this through route via the 
Southern, it could not prevent the Santa Fe’s withdrawing from 
the same. Its proposed tariff was in effect a withdrawal. For, as 
the bill alleges, the rates were ‘‘published, not for the purpose of 
facilitating movement via the routes in connection with which they 
were published, but were published by plaintiffs to preclude and 
prevent movement via such routes.’’ We have no occasion to con- 
sider the issue of fact whether there was in existence when the 
Santa Fe filed its proposed tariff a through route from Dodge City 
via the Southern from Kansas City; nor need we consider the issue 
of law whether, if there was such a route in existence, the Com- 
mission would have been powerless, by reason of paragraph 4 of 
section 15, to prevent the Santa Fe’s withdrawal from it. For we are 
of opinion that, although the Santa Fe brought the grain into 
Kansas City, there is nothing in the situation which precluded the 
Commission from cancelling the Santa Fe’s proposed tariff as being 
unreasonable. 

_ First. In ordering cancellation of the proposed tariff the Com- 
mission exercised only its function of determining the reasonable- 
ness of rates. It made a rate order to which the matter of routing 
was merely an incident. The Santa Fe calls the proposed rate by 
which it undertook to add 4 cents to the Dodge City-Kansas City 
rate, if the grain should be re-shipped on the Southern, propor- 
tional. To call it proportional is misleading. But if it were truly 
a part of a through rate, the fact would be without legal sig- 
nificance. _ The Commission’s power to declare rates unreasonable 
applies alike to all rates, be they joint, local or proportional. The 
Commission may, and in controversies involving through rates often 
does, deal with one factor only of the combination of rates which 
— up the through rate. And that factor may be a proportional 
rate. 

The broad power to pass on the reasonableness of rates conferred 
upon the Commission in 1887 has not been in terms limited by any 
amendatory act. On the other hand, there has been much legisla- 
tion designed to make the power more effective. The special power 
to establish through routes and joint rates was not conferred until 
1906. Act of June 29, 1906, c. 3591, section 4, 34 Stat. 584. There 
is not in that act as amended, see United States vs. American 
Isxpress Co., 265 U. S. 425, 430, note 2, or in any decision of this 
court construing it; or in any of the decisions of the Commission 
applying it, to which attention has been called, the slightest basis 
for the suggestion that in conferring the restricted power to es- 
tablish through routes, Congress intended to limit the theretofore 
unrestricted power of the Commission to pass upon the _ reason- 
ableness of rates. Compare Nashville, Chattanooga & St. Louis Ry. 
Co. vs. Tennessee, 262 U. S. 318, 323. 

Second. The contention that the Santa Fe’s cancelled tariff was 
legally part of a through rate is also unsound. The argument rests 
upon a fiction—the fiction of a through rate with transit privilege. 
As applied here, the fiction is inconsistent with every fact of legal 
significance. When grain is shipped from a country point to a pri- 
mary market its ultimate disposition is rarely known. Who the 
owner of the grain will be when it reaches the primary market is 
uncertain. It may be sold en route before arrival there. While 
stored there, it may be resold several times. Some of it may be 
consumed in local flour mills. Most of that stored in local elevators 
will probably be shipped out. But until the grain is shipped out 
it will not be known to what place or even in what direction or on 
what railroad it will be carried. Southern Kansas Grain Assn. VS. 
Chicago, Rock Island & Pacific Ry. Co., 139 I. C. C. 641, 666. The 
treatment of substantially all grain coming from the country point 
is this: The bill of lading is for a shipment from the country 
point to the primary market. There is nothing in any of the papers 
connected with that transportation to indicate that the grain has 
a destination beyond the primary market. Upon the arrival there, the 
owner requires delivery to be made at such elevator or other place 
as he selects. The freight charges are paid; the amount being the 
full local rate for transportation from the country point to the 
primary market. The car is then released. And the movement— 
called inbound—ends. 

The practice by which grain shipped to a primary market is given 
when shipped out the benefit of the low rate which would normally 
have applied if the grain had actually been shipped from a coun- 
try point through to its ultimate destination antedates the enact- 
ment of the interstate commerce act, Transit Case, 24 I. C. C. 340, 
348. The benefit attaching to grain shipped into the primary mar- 
ket is commonly so broad that it is transferable not only to an- 
other owner of the same grain, but to like grain coming from the 
same country point. Thus, the owner of any grain in Kansas City 
can get the benefit of the proportional rate out for Dodge City 
grain by making proof that he had brought from there into the 
market, within the period of twelve months, an equivalent quantity 
of like grain. This he may do although it appears that the grain 
which he brought in was actually consumed in Kansas City. Al- 
leged Unlawful Rates and Practices in the Transportation of Grain 
and Grain Products, 7 I. C. C. 240, 247; In re Substitution of Ton- 
nage at Transit Points; 18 I. C. C. 280; Transit Case, 24 I. C. C 
340. The practice prevails often even where the haul to the Ppri- 
mary market is out-of-line; that is, is not on the direct route from the 
point of origin to the point which ultimately becomes the destina- 
tion of the grain. 

When the outbound shipment from Kansas City is made the 
grain goes forward on a new bill of lading at the balance of the 
through rate. Obviously, this practice cannot convert the inde- 
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pendent shipment of grain from Kansas City to the Gulf via_the 
Southern into a through movement from Dodge City to the Gulf. 
The two transportation services are not only entirely distinct, but 
they are often rendered in respect to wholly different merchandise. 
This convenient fiction is employed as a justification for the discrim- 
ination involved in giving rates lower than those oridnarily appli- 
cable to the service outbound. It is, of course, true that a carload 
of grain might be shipped from Dodge City to the Gulf as a through 
shipment, although under the transit privilege it is to break bulk 
at Kansas City, and the grain is not only to be stored there, but 
is to be treated or even converted into flour, before it proceeds on 
its journey to the Gulf. See Central R. R. Co. vs. United States, 
257 U. S. 217, 2837. Compare Texas & New Orleans R. R. vs. Sabine 
Tram Co., 227 U. S. 111; Carson Petroleum Co. vs. Vial, 279 U. 
S.—. But the grain with which the carriers are here concerned 
is not that so shipped from Dodge City to the Gulf. It is grain 
whose only destination, when shipped from Dodge City, was Kan- 
sas City. Such reshipment under the transit privilege is entirely 
unlike the through shipment effected under the reconsignment or 
diversion privilege. See Reconsignment Case, 47 I. C. C. 590; Wood 
vs. New York, Philadelphia & Norfolk R. R., 53 I. C. C. 183, 185; 
Carolina Portland Cement Co. vs. Director General, 83 I. C. C. 


388, 391. 

The grain, while in storage at Kansas City, is, in every sense, 
free grain. When delivered to elevators in Kansas City the Santa 
Fe’s charges for the carriage to Kansas City were fully paid. Its 
legal interest therein ended then. If the consignee or his suc- 
cessor in title should at any time thereafter conclude to ship else- 
where grain which he had brought into Kansas City, he was at 
liberty to select not only the destination, but the carrier by which 
it should be transported. And every railroad serving Kansas City 
had like liberty to compete for the traffic. There is no rule of law 
or practice which gives to a carrier the right to recapture traffic 
which it originated. Compare United States vs. Illinois Central 
R. R. Co., 263 U. S. 515, 523; United States vs. American Ry. Ex- 
press Co., 265 U. S. 425. Moreover, here the competition is not for 
transportation of the identical merchandise. 

Third. In this court, there is a faint contention that the evi- 
dence before the Commission did not support the finding of unrea- 
sonableness. It was not made either before the Commission or 
the District Court and is clearly unfounded. See Virginian Ry. 
Co. vs. United States, 272 U. S. 658, 665; Assigned Car Cases, 274 
U. S. 564, 580. There is also a suggestion that the Commission 
should have suspended and ordered cancelled the Southern’s vary- 
ing proportional rate. Its action in that respect is not subject to 
review in this proceeding. 


PERSONAL INJURY CASES 


The Supreme Court of the United States, June 3, in No. 225, 
Atlantic Coast Line, petitioner, vs. Marcella Driggers, admin- 
istratrix of the estate of W. A. Driggers, a personal injury case, 
reversed the Supreme Court of South Carolina. Justice San- 
ford wrote the opinion. 

In No. 934, Chesapeake & Ohio, petitioner, vs. R. L. Bryant, 
administrator, a personal injury case, a petition for a writ of 
certiorari to the Supreme Court of Appeals of Virginia was 
granted 


B. & M. INCOME TAX CASE 


In an opinion by Chief Justice Taft in No. 129, United 
States vs. Boston & Maine, the Supreme Court of the United 
States, June 3, answered in the affirmative a question asked 
by the Circuit Court of Appeals of the First Circuit, the effect 
of the decision being that the Boston & Maine could not recover 
income taxes for 1917 claimed to have been erroneously col- 
lected. 

As lessee, the Boston & Maine paid taxes of the Fitchburg 
Railroad Company. In the district court it obtained judgment 
for $3,920.55, and interest, the full amount claimed. 

“Did the payment by the lessee of the net income taxes 
assessable against the lessor constitute additional taxable 
income to such lessor?” was the question asked by the Circuit 
Court of Appeals, to which the case had been appealed. 

Chief Justice Taft said the question must be answered, 
“Yes. 


KRAUSS BROTHERS LUMBER CASE 


The Supreme Court of the United States, on June 3, in No. 
884, Krauss Brothers Lumber Co., petitioner, vs. Andrew W. 
Mellon, Director-General, Mobile & Ohio et al., denied a writ 
of certiorari directing the Circuit Court of Appeals for the 
Fifth Circuit to send up the case for review by the highest court. 
Thereby the court terminated litigation that had its origin in 
the fevered transportation conditions prevailing in the war 
period. The lumber company obtained an award of reparation 
on account of demurrage charges collected on shipments of 
lumber amounting to $10,356 as a result of its complaint to 
the Commission. The Director-General refused to pay the 
award. The lumber company sued in the federal court for the 
northern district of Alabama and the case was appealed to 
the Circuit Court, which held against the lumber company. 

The lumber company contended that demurrage was ille- 
gally collected on shipments ordered reconsigned to points 
against which there were embargoes. It said that the case 
turned upon a single question of law which might be thus stated: 
“Is there an implied reservation that a reconsignment tariff shall 
be wholly void in respect to embargoed points, where it con- 
tains no such express reservation?” 

The company said the Commission had answered the ques- 
tion in the negative in the present case. On January 13, 1918, 
the Commission permitted such an express reservation to be 
placed in reconsigning tariffs; but the overcharges in the pres- 
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ent case arose under the old tariffs, prior to this amendment 
said the company, and it might be said, therefore, that the 
case, as it now stood, confirmed the doctrine of implied reserva. 
tions in construing railway tariffs. 


ST. LOUIS TRANSFER CHARGES 


The Baltimore & Ohio and the other so-called “east sgigg 
lines” in No. 563, Baltimore & Ohio et al., appellants, vs. Uniteg 
States, Interstate Commerce Commission and the Chicago, Roc, 
Island & Pacific et al., are entitled to restitution for absorption 
of transfer charges at St. Louis under a decision of the Supreme 
Court of the United States, June 3, delivered by Justice Butler. 
The highest court reversed the federal court for northern Illinois, 

This litigation grew out of the decision of the Commiggioy 
in 113 I. C. C. 681, requiring the east side roads to absorp 
charges for the transfer of all westbound through traffic moving 
on combination rates that were the same on St. Louis as op 
East St. Louis. The east side lines sued to have the order 
set aside. The district court dismissed the bill, but for that 
it was reversed by the highest court. 

The east side roads then sought restitution for the charges 
absorbed by them under the Commission’s order. This was 
denied by the district court. Justice Butler said the east side 
roads were entitled to restitution and that the Commission’s 
order should have been set aside in the first instance. He gaiq 
the district court had denied restitution without giving any 
reason for such action and that on such an important question 
the reasons should have been stated. 


RATE REDUCTION RESOLUTIONS 


The Trafic World Washington Bureay 


Joint resolutions directing the Commission to reduce the 
rates on wheat and cotton for export have been introduced in 
the House by Representative Howard, of Nebraska, and Rep- 
resentative Jones, of Texas. 

The Howard resolution (H. J. Res. 95) calls for reduction 
of “the rate from all interior points to points of exportation on 
shipments of wheat similar to those now carried on shipments 
of steel from interior points to points of exportation.” 

The Jones resolution (H. J. Res. 96) calls for reduction 
of “the rate from all interior points to points of exportation on 
shipments of wheat and cotton similar to those now carried 
on shipments of steel from interior points to points of exporta- 
tion.” 

In introducing his resolution, Representative Howard said: 


I desire to announce, following my practice of doing what I can 
to aid the President in accomplishing something for agriculture, that 
I have introduced a joint resolution directing the Interstate Com- 
merce Commission immediately to put into effect the same export 
railroad freight rates on wheat that the Commission has granted 
to the Steel Trust on steel shipments for export. 

I make this announcement knowing that we have not organized 
our committee on interstate and foreign commerce, but I am going 
very soon to ask unanimous consent that the interstate commerce 
committee be permitted to become alive for the purpose of considering 
the resolution. 

The first paragraph in each of the resolutions introduced 
by Representatives Howard and Jones, except for omission of 
the word “legally,” is identical with the first paragraph of the 
Hoch-Smith resolution declaring it to be the true policy in rate 
making to be pursued by the Commission in adjusting freight 
rates that the conditions which at any given time prevail in 
our several industries “should be considered in so far as it is 
legally possible to do so, to the end that commodities may 
freely move.” 

The resolutions declare that “in view of the existing de- 
pression in the wheat market,” and “the surplus production of 
cotton,” the Commission is authorized and directed to effect, 
with the least practicable delay, reductions in the rates on 
wheat and cotton for export “so that the same will be reduced 
over the present domestic rates on that commodity in a similar 
proportion to the reductions or advantages which now apply 
to manufactured iron and steel articles when intended for 
export over the rates applying on such articles of iron and 
steel when intended for domestic use.” 

The resolutions declare that for many years the rates on 
manufactured iron and steel articles, for export, have beet 
from 45 to 60 per cent less than the domestic rates; that this 
reduction has been for the purpose of stimulating and has 
tended to stimulate the exportation of products of iron and 
steel, and that there is a surplus of wheat and cotton. 

NORTHERN PACIFIC LAND GRANTS 

The Senate has passeed S. 669, the bill providing for adjust- 
ment in the courts of the controversy between the government 
and the Northern Pacific as to land grants. 


TRANSPORTATION BILL 
Senator Fletcher, of Florida, has introduced S. 1327, a bill 
to amend sections 4283, 4284 and 4285 of the Revised Statutes 
relating to limitation of liability of owners of vessels. 
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NEW ENGLAND PLEA REFUSED 


The Trafic World Washington Bureau 


The plea of Boston and other New England ports that they 
be placed on a parity with the ports of Philadelphia and 
Montreal was rejected by the Shipping Board June 5. The 
proceeding, in which hearingns were held, had been pending 
before the board for months. 

The New England ports sought a reduction in the ocean 
rates, to offset the rail differentials in favor of Philadelphia 
and Montreal on shipments moving via Boston and the other 
New England ports to the United Kinngdom and continental 
Europe. 

“Following extensive investigation, it was the opinion of a 
majority of the board members present that the desired result 
—that of placing Boston on a parity with Montreal and Phila- 
delphia in the matter of through rates on export traffic from 
interior points—would not be obtained by such alteration in 
ocean rates,’ said a statement announcing the action taken 
by the board. 

Commissioner Plummer, vice-chairman of the board, sup- 
ported the position taken by the New England ports. 

It was understood that the action of the board was based 
on a report submitted to it by General Dalton, when he was 
general manager of the Fleet Corporation. The report was to 
the effect that the reduction of the ocean rates from Boston 
would not afford the relief sought, as, no doubt, the ocean lines 
serving other Atlantic ports that would be affected by a reduc- 
tion in the rates from Boston would meet the cuts from Boston, 
and that would break the parity sought to be established. Re- 
duction in the rates from Boston was opposed by the steamship 
conferences. 

Representative (Mrs.) Rogers, of Massachusetts, has intro- 
duced a resolution for the appointment of a committee of three 
members of the House to investigate the action of the Shipping 
Board in declining to reduce ocean freight rates from Boston. 


SHIP SALE ACTIVITIES 
The Trafic World Washington Bureau 


Bids for purchase of the American Diamond Lines and 
America France Line, which were opened at the Shipping Board 
June 4, revealed offers ranging from $14 to $25.38 a ton, each 
offer contemplating an agreement to maintain adequate service, 
as prescribed by the board’s specificattions, for a minimum period 
of five years from the date of sale. 

The highest bid was that offered by the United States Lines, 
Inc., through its president, Paul W. Chapman, which recently 
purchased the United States Lines from the board. The offer 
of this group, which is on the basis of $25.38 a ton, amounts 
to $3,981,343.26 for the combined fleets of the two lines. The 
bid of Chapman on each line is conditional upon buying both 
lines and contemplates the purchase of 18 ships. 

Offers at the rate of $14 a ton were submitted by the man- 
aging operators of the services, the Black Diamond Steamship 
Corporation, managing operators for the American Diamond 
Lines, offering $1,567,314 for 13 ships of the line it is operating, 
and the Cosmopolitan Shipping Company, managing operators 
for the America France Line, offering $1,094,002 for all nine 
of the vessels of the line it is operating. 

An offer at the rate of $16.70 a ton was made by Moore 
and McCormack & Co., Inc., of New York, for twelve of the 
fourteen ships of the American Diamond Lines. This offer 
amounted to $1,706,155.50. 

The American Diamond Lines and America France Line 
are cargo services operated in the north Atlantic trade between 
north Atlantic ports of the United States and French, Dutch 
and Belgian ports. The American Diamond Lines are operated 
to Antwerp and Rotterdam, and the America France Line is 
operated to Havre, Dunkirk, St. Nazaire and Bordeaux. 

In the event of sale, service to be maintained on the Amer- 
ica France Line is not less than 36 outward voyages, to wit: 
Three voyages a month, between New York and other north 
Atlantic ports of the United States north of and including 
Norfolk, Va., when cargo offerings warrant, and French Atlantic 
ports. 

Service to be maintained on the American Diamond Lines 
makes up a total of not less than 80 outward voyages a year 
after the three years’ duration of an existing pooling agree- 
ment. Of these, two sailings a month must be between New 
York and Rotterdam, with the privilege of calling at other 
United States north Atlantic ports; two sailings a month must 
be between New York and Antwerp, with the same privilege; 
and two sailings a month must be between north Atlantic ports 
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where cargo offerings warrant north of and including Norfolk 
other than New York, to ports in Holland and Belgium, with 
privilege to the buyer of calling at New York on any of such 
voyages. Should a sale of this line be made, moreover, it wjj 
be specified in the contract that the purchaser shall assume 
the obligations of the pooling arrangement now existing pe. 
tween the Shipping Board, the Holland-America Line, the Req 
Star Line and the Lloyd Royal Belge, which recently wag 
effected in this trade. Under the pooling agreement, the Amer. 
ican Diamond Lines is maintaining a schedule of 90 roung 
voyages a year. 

The vessels of these lines are of the steel cargo type, rang. 
ing from 7,825 deadweight tons to 9,789 deadweight tons. The 
aggregate tonnage of both fleets is 199,880. 

Sales of the Copalgrove to Capt. M. Christopher Stray, of 
Norway, for $27,000 cash, and the Calicorock to Dr. Clarence B, 
Schultz, an American citizen residing in Germany, for $29,000 
cash, have been approved by the Shipping Board. Privilege of 
transfer to foreign registry was granted in both cases, but it 
was agreed that for a period of five years the vessels should 
not be operated to or from any United States ports except for 
one outward cargo of grain, coal or scrap iron. The vessels 
are lake-type steel cargo steamers of 3,630 and 3,590 deadweight 
tons, respectively, equipped with reciprocating engines and 
Scotch coal-burning boilers. They have been laid up at Norfolk 
since 1920. 


OVERSEAS FREIGHT RATES 
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While the recent increase in the price of grain has not yet 
been fully reflected in buying for export and in the charter 
of vessels for the movement of outward shipments, a stronger 
tendency has been noted in the full cargo markets of the last 
few days. The general opinion among brokers in the recent 
dullness was that foreign purchasers would not enter the 
market in the face of daily declines in prices. It is now their 
belief that, if grain quotations have definitely turned upward, 
more active and firmer charter. markets may be expected. 

One indication of this was seen in the fixture of a vessel 
from Montreal for Genoa and Marseilles at 15% and 16 cents a 
hundred pounds. Previous quotations on a lower basis were 
as follows: From Montreal, for June and July loading, 3s to 
the United Kingdom, 11%c to Antwerp-Rotterdam, 12%c to 
Hamburg-Bremen, 1614 to 17c to the Mediterranean; from the 
Gulf, for June-July loading, 3s 6d to the United Kingdom, 15c 
to Antwerp-Rotterdam, 16c to Hamburg-Bremen, and 19 to 194c 
to the Mediterranean. 

It is now considered probable that the various efforts made 
recently to stimulate exports of grain abroad may produce 
some effect. If this conjecture proves correct, it is certain 
that ocean freight rates will advance. Only sufficient ships 
have been arrived at North American ports to accommodate the 
demand, and any increase in traffic will be reflected in higher 
figures from shipowners. 

No features of interest have been noted in the coal, lumber 
or sugar trades. General conditions in these markets follow 
the trend in grain, and both shippers and shipowners are watch- 
ing for indications of a definite direction growing out of the 
existing uncertainties in wheat. 

One of the most constructive strokes of the United States 
Intercoastal Conference went into play at San Francisco May 
27, with the functioning of the new weighing and inspection 
bureau. Under the general supervision of H. M. Runyon, Pacific 
coast representative of the conference, and the direct guidance 
of E. B. Hoppel, a force of a dozen men have taken up their 
inspection and weighing duties at the San Francisco and Oak- 
land piers, where ships berth daily with commodities from the 
Atlantic range. Mr. Hoppel ranks as an expert in this line, 
having been associated for fifteen years with the Transconti- 
nental Freight Traffic Bureau at San Francisco. His title is that 
of chief inspector. 

Discussing the new department of the conference, Mr. 
Runyon said: 


The primary object of the bureau is to conserve to the carriers 
the earnings to which they are justly entitled so far as proper 
classification and actual weights of shipments handled are, — 
cerned. It will, furthermore, assure that uniform rates will e 
applied and accurate descriptions made on all articles handled by 
the carriers. 


He added that the department would also prove of benefit 
to shipping interests in protecting conference patrons from 
unfair competition due to underweighing and misrepresentation 
of commodities. He said traffic organizations had approved the 
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New Ey GLAND is the place 


for that NEW PLANT 





NDUSTRIES are turning more and more to their traffic 
managers in determining plant location. It is realized nowa- 
days that the traffic manager can obtain the ultimate in transporta- 
tion results only by correct location of plants. As a traffic manager, 
you may even now be considering a new plant in the East. We 


the East can be quickly served. 


submit that New England is the place for it. Here you can get, 
at low cost, plant locations from which the populous centers of 


* 


As you doubtless know, the Boston and Maine Railroad serves 
more of New England directly than any other line. The traffic 
manager will find the Boston and Maine well equipped to 
assist him in working out details. Let us help you get the facts. 





EW England as a Market: With 
7% of the entire population of the country, 
producing 11% of its manufactured goods, New 
England in only 29% of the area offers one of the 
most highly concentrated markets in the world. 
And it taps immediately the other great markets of 


the eastern seaboard as well. 


New England Skill: The skill of New 
_ England workmen, the high quality of New England 
goods, and the large productive effort per man hour 
in New England, which have been recognized for 


i 


years, offer to the industry con- 
sidering plant location several 
sttong “reasons why.” 





Whether it is a new plant or a new 
industry, a branch plant, or relocation 
ofa present plant; whether for factory 
Purposes or for warehousing, our 
Boston and Maine Industrial Depart- 


i 


BoSTON 
NOMAINE 


RaiLROAD 





Available Sites: The Boston and Maine 
Railroad knows of a number of modern plants 
available at low cost, or excellent sites upon which 
new plants can be built, in connection with each 
of which can be had the economies and efficiencies 
of sidetrack location. 


“Minute Man Service’: The location 
of your plant in New England on the Boston and 
Maine Railroad insures not only dependable han- 
dling under fast schedules, but a real “spirit of serv- 
A substantial number of the new industries 
coming to New England in 


ice.” 


recent years are located on 
this railroad. 


ment is organized with traffic en- 
gineering and other assistance to aid 
you in working out the details of the 
most efficient and economical 
location. 
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bureau and looked on it as a constructive move which shippers 
would heartily support. 

For the information of those not familiar with the techni- 
calities of rate making and the application of the commonly 
accepted principles to the movement of freight traffic in and 
out of the port of New York by rail or water lines, the Port 
of New York Authority has issued what may be described as 
a rate-making catechism, setting forth in question and answer 
form the principal phases of this complicated subject. These 
data are of especial interest in view of the pending efforts of 
Philadelphia, Baltimore and New Jersey interests to have an 
extra charge imposed by railroads for movement of goods from 
rail terminals to other points in the harbor by lighters. 

Rumors of differences of opinion regarding intercoastal 
lumber rates were current this week, but inquiry failed to re- 
veal any general dissatisfaction on the part of the steamship 
companies with the existing rate of $14 a thousand feet, which 
was recently extended through July. Some of the wholesale 
lumber men, however, have declared their belief that $14 is 
too high for July and August, usually about the dullest months 
in the lumber trade. 

Dissenters argue that the lumber groups maintaining steam- 
ship services of their own have been able to maintain the 
$14 rate for transportation, while absorbing a differential of 
$2 or $3 a ton on the price of the lumber, and there has been 
talk, on the part of at least one line, of the possibility 
of an $8 rate. This, however, is declared by others to be out 
of the question, as the actual cost of transportation averages 
about $11. 

In defense of the $14 rate for July shipments, it has been 
pointed out that, if a lower rate were announced for July than 
for June, the tendency would be to defer shipments in order 
to get the benefit of the lower rate, so that June traffic would 
suffer a reduction unless the rate cut were made retroactive. 
Adoption of the latter policy, it was pointed out, would involve 
complications and would be very embarrassing to steamship 
companies that had already booked their space full at the 
higher rate. 

As to the alleged absorption by the lumber groups of dif- 
ferentials enabling toem to control the market to the disad- 
vantage of their less fortunate competitors, it is admitted that 
there is no proof that there has been any such absorption, and 
representatives of the lines affiliated with lumber concerns are 
emphatic in their denials that any such practice exists. 

Efforts are being made by Robert C. Thackara, chairman of 
the Intercoastal Conference and temporary chairman of the 
Lumber Conference, to arrange a joint meeting of these groups 
for the latter part of the month with a view to ironing out 
various differences. These include the protest of the Lucken- 
bach Line against the classification of the Quaker Line as a 
member of the B group and objections of other members to the 
maintenance of both A and B services by the American-Hawaiian, 
which recently acquired control of the Williams Line. 

It is generally believed that, while the differences of opin- 
ion are serious, a way will be found to reconcile the views 
of the factions, inasmuch as the conference agreement has 
resulted in material betterment of the position of the lines in 
the last two years. 


OCEAN AGREEMENT CANCELED 


Cancellation of an agreement between the Gulf Pacific Line 
‘and the Matson Navigation Company, approved by the Shipping 
Board, April 24, 1928, under section 15 of the shipping act, was 
approved by the board June 5. The agreement provided for the 
movement on through bills of lading of both eastbound and 
westbound shipments between Hawaiian Island ports and United 
States ports on the Gulf of Mexico served by the Gulf Pacific 
Line, with transshipment at San Francisco. 


SHIPS FOR WHEAT 


Officials of the Shipping Board have advised representatives 
of exporters of wheat that tonnage will be available at Gulf ports 
for the movement of wheat and flour. The board now has ves- 
sels in Gulf waters for loading of wheat and flour. The question 
tion of how much space will be required depends on the demand 
for export wheat and flour, it is pointed out. 


COMMITTEE ON MAIL CONTRACTS 


Representatives of the Department of Commerce, the Navy 
Department, the Post Office Department and the Shipping Board 
have been selected to study and report on matters involved in 
the making of contracts under the Jones-White merchant marine 
act for the transportation of mail. 

Secretary of Commerce Lamont, who is chairman of an inter- 
departmental committee created at the suggestion of President 
Hoover to study questions arising in connection with ocean mail 
contracts, has announced the selection of a subcommittee com- 
posed of W. Irving Glover, second assistant Postmaster-General; 
A. Lane Cricher, chief of the transportation division of the De- 
partment of Commerce; Rear Admiral Frank H. Schofield, of 
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the Navy Department, and J. C. Jenkins, vice-president of the 
Fleet Corporation. 

President Hoover, in appointing Secretary Lamont ag the 
chairman of the main committee, said it was the intention og 
the Jones-White law that the ocean mail contracts should be 
used in such fashion as to upbuild and strengthen the merchant 
marine, both for the present and the future, and that the Pog. 
master-General felt that the question involved many problems 
that affected the merchant marine as to which it was desirable 
that he have the considered advice of the other interesteg 
branches of the government. The other members of the main 
committee are Secretary Adams, of the Navy; Postmaster-Gep. 
eral Brown and Chairman O’Connor, of the Shipping Board. 


TRANSPORTATION PAGEANT 


An historic pageant of the rise of transportation through 
the ages will be staged by the United States Army at Camp 
Holabird, Md., June 12, 13 and 14. 

“All forms of transportation used, from the human burdep. 
bearer to the latest high-powered, six-wheel drive motor truck, 
as well as the palatial ‘Capitol Limited,’ which will be backed 
into the grounds for the occasion, will be shown,” says the 
War Department. 

“One of the vehicles which will bring a thrill to the hearts 
of the thousands who will view it, is the old ‘Conestoga Wagon, 
which played a memorable part in the history of the nation, 
blazing the trails to the west coast in the days of forty-nine, 
and supplying the frontier posts of the army before the advent 
of the ‘iron horse.’ This old Conestoga Wagon, with its heavy 
wheels and axles, its high, strong, wagon box, its covered can- 
vas top—the prairie schooner—is now a thing of the past, in so 
far as the army and the public is concerned. The exhibit will 
be highly educational. The children of today have few oppor- 
tunities, other than on a movie screen, to see a covered wagon. 
The army has few of these left, but in the early days, this was 
the main reliance for transportation of troops and supplies 
over the thousands of long, weary miles from the east to the 
frontier posts in the west. 


“An historic accomplishment was the supply of the army 
in Mexico by the use of these wagons. In this one expedition 
alone, over 7,000 of these wagons were used, along with 22,000 
horses and mules, and over 16,000 head of oxen. As a Striking 
comparison, some idea of the motor transport equipment for a 
modern field army can be gained by the statement that it 
would occupy 227 miles of rgad space in convoy formation, or 
a distance equal to that from New York City to Washington. 


The army has no oxen left, but the oxen to be shown at 
Camp Holabird and owned by Mr. Frank Billmyer of Potts- 
grove, Pa., have kindly been loaned by him for this affair. It 
may be interesting to know that Mr. Billmyer is a direct 
descendant of Abner Billmyer, who drove one of the ox teams 
gathered together by Benjamin Franklin and concentrated at 
Cumberland to accompany General Braddock’s expedition on 
Fort Duquesne. As the oxen are of a strain which has existed 
in that part of Pennsylvania for over 150 years, it is quite 
possible that they also are similar to the oxen which accom- 
panied this expedition. Mr. Billmyer, who is eighty-six years 
old, and will drive the ox team himself, made this contribution 
to the success of the pageant entirely through patriotic mo- 
tives. These oxen have been a hobby of his, and he has spent 
several years training them, so that he is now able to handle 
these immense animals, weighing over one ton apiece, entirely 
by voice, and is able to put them through quite complicated 
maneuvers and tricks, through the medium of instructions 1s- 
sued to them in an ordinary conversational tone of voice. 


“Along with these authentic types of animal drawn veh- 
icles will be the historic White House carriages ridden in by 
President Roosevelt, Taft, Wilson and Harding; the armys 
oldest covered wagon, which served throughout the civil war 
with General Phil Sheridan’s division, and an old civil war 
ambulance, which was in the field office used by General Geo. 
H. Thomas during the civil war, and is the only one of its 
kind in existence. ; 

“The children of today can distinguish between the limou- 
sine, sedan, roadster, coupe or truck, and can tell you at sight 
the makes of most of them and where they are made. This 
exposition will offer them an opportunity of a lifetime to see 
the historic vehicles in which their ancestors traveled. 

“It is a far cry from the days when horses dragged the 
Conestoga Wagon to the present when the army hauls its 
horses in modern, up-to-date Palace horse vans. A demonstra- 
tion of loading, unloading and transporting cavalry by the use 
of motor car vans will be part of the show.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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The Teaching of Transportation 


Courses in Colleges and Correspondence Schools Developing Along Practical Lines—Leaders 
in the Field Coming to a Realization of the Value of the School-Trained Traffic Man 


By R. J. Bayer 


SIDE entirely from any development in curricula 
that may or may not be making schools of business 
connected with universities and colleges better places 

in which to learn transportation, a significant fact, in 
connection with such instruction, 

seems to be that there is a grow- 

ing disposition on the part of 

railroad and_ industrial traffic 

executives to look to the schools 

as sources for men to work in 

their departments. 

Schools of business have long 
been, recognized by leaders in 
other branches of work as good 
places to look for new men. Pub- 
lic utility personnel officers visit 
these schools regularly in the 
springtime and interview promis- 
ing students. Not infrequently 
such students have accepted posi- 
tions months in advance of the 
day on which they were to be 
graduated. Bankers follow sim- 
ilar courses, as well as men seek- 
ing good accountants or students 
to develop into insurance actuaries. 

Nothing nearly so systematic has 

as yet been adopted by the rail- 

roads, however, or by the heads 

of large industrial traffic depart- 

ments. Perhaps it is too much to 

expect this development to come 

about rapidly. Profes- 
sors and instructors of 
traffic and transportation 
generally realize that 
there is fundamental dif- 
ference in the training 
received by their stu- 
dents, on the one hand, 
and students of account- 
ing, for instance, on the 
other. 

But, as was pointed 
out in opening, the en- 
couraging fact remains 
that students being grad- 
uated in transporta- 
tion courses today are 
not infrequently getting 
chances to show their 
mettle in traffic and 
transportation positions. Where this is the case, the result 
seems largely to have been brought about by close coopera- 
tion between the instructors and the executives. A railroad 
freight traffic manager who has placed in his organization 
a young man, at the recommendation of an instructor whom 
he knows personally, and who sees that young man making 
the most of his opportunities, is likely to welcome another 
visit from the same instructor. 

First among the causes for this opening of opportunity 
for school trained traffic men is the increasing attention 
being paid to the practical side of their training. Trans- 


portation first crept into the colleges as a sort of by-product 


of economies. It may well be said that the whole modern 


business school, as it acts as a department of a university, 

is an outgrowth of the old economics courses. It is a fact 
that courses in_ transportation 
were taught in colleges before 
there were business schools. In 
those cases, however, the transpor- 
tation course was little more than 
a survey of the railroads as 
economic factors—or merely as 
significant factors in civilizing 
agents. Thus, the transportation 
course — usually confined to a 
single term—was not only strictly 
economic, but leaned rather defi- 
nitely toward the general direction 
of the liberal arts. 

It is a far cry from these ele- 
mentary courses of the 1880's and 
1890’s to the elaborate technical 
traffic courses offered in some of 
our universities today. The gen- 
uine traffic course is not over a 
decade old. It owes its existence 
to a group of younger enthusiasts 
in the teaching profession, many 
of whom had traffic experience in 
business as well as the academic 
training necessary to fit them- 
selves for the teaching profession. 


Uncertainty in Cur- 
ricula Disappearing 


Unfortunately, _ there 
is still today a wide di- 
vergence of opinion, not 
only among’ transporta- 
tion teachers generally, 
but even among the 
members of this group, 
as to what constitutes a 
course in traffic. In 
1926 an attempt was 
made, at a group meet- 
ing of transportation 
teachers, in attendance 
at the meeting of the 
American Economic As- 


Pittsburgh University’s ‘‘Temple of Learning,” which will contain a $50,000 sociation in New York, 
transportation i ion. -iN1C 
p study classroom, library and museum. Now under construction to formulate some kind 


of common denominator 
around which to build courses in traffic and transportation. 
It was agreed at that time that the half-dozen men in at 
tendance would draw up individual papers of suggestion, 
pass them among each other, and submit a detailed plan 
to the Collegiate Schools of Business at a future meeting. 
So far as known, however, the plan was never carried out. 
The only paper written as a result, so far as is known, was 
an unpublished study on the subject by Prof. T. W. Van 
Metre, of Columbia University, who was in attendance a 
the meeting mentioned. 
If, however, this plan for direct cooperation seems not t0 
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Running time shortened Dhours 


Signalizing the formal opening of the Rocky Mountain Another Denver Limited, Monday night and the next 
vacation season, this de luxe summertime flyer—famed 140 nights . . . Superb matched trains of beautiful equip- 
“Aristocrat of the Rail,” starts from Chicago, Sunday age featured by the palatial casino cars designed entirely 
night, June 9th, on its first swift flight to Denver...a for lounging purposes (ladies’ lounge, soda fountain, 
spectacular thousand mile race against time ona schedule glass-enclosed sun porch). The favorite train of those who 
two hours faster than in previous seasons. know their Colorado train service. 


3} Fine Colorado Trains Daily 





Over- | Colorado | Denver 4 Atlantic | Chicago | Over- 
land Limited | Limited Coast | Limited land 
Express Limited Express 
_No. 3 No. 9 No. 1 No. 10 No. 6 No. 2 


11:30 pm|10:30 am|8:00 pm| Lv. Chicago Ar. | 9:55 am|7:45 pm| 7:00 am 





3:50 pm}11:30 pm|8:10 am} Ar. Omaha Ar. 9:30 pm|6:30 am] 3:25 pm 
(1:5 am} 1:10 pm/8:30pm |, Ar. Denver Lv. | 8:00 am|3:45 pm/11:30 pm 
SS eee 


RESERVATIONS — TICKETS 


Information about the low vacation rates to Colorado 


S. J. OWENS, General Agent 
BURLINGTON ROUTE 


179 West Jackson Blvd. Phone Wabash 4600 AE 
Chicago The Famous Casino Lounge 
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have been carried into effect, there has been, nevertheless, in- 
direct cooperation that has brought curricula in a number of 
the more progressive business schools into recognizable har- 
mony. 

The most elaborate series of transportation courses, so far 
as the writer has been able to ascertain, is in operation at the 
Wharton School of Commerce and Finance, University of Penn- 
sylvania, of which Emory R. Johnson is dean. A general course 
in transportation is here required of evéry graduate, while to 
students specializing in the subject, aiming at the degree of 
Bachelor of Science in Commerce, is offered a variety of special- 
ized courses in traffic management, motor truck transportation, 
ocean traffic management, air transportation, foreign trade, etc. 
Besides Dean Johnson, the faculty at Wharton School includes 
such well-known men in transportation as Grover C. Huebner, 
R. L. Kramer, and G. Lloyd Wilson. Currently over 500 men 
are enrolled in eleven separate courses under these and other 
instructors. 

Interesting, also, is the work being done at Temple Uni- 
versity, Philadelphia, by George P. Wilson. Much of the work 
done at that institution is evening work and many of the stu- 
dents are already employed in transportation in one capacity 
or another. Mr. Wilson conducts a full three-year course that 
might serve as an example of about the breadth of the curricula 
advocated by the more progressive transportation teachers. 


Courses Determined by Circumstances 


It must be remembered that the extent to which traffic is 
taught in the various colleges is not dependent on the interest 
in the subject shown by a certain instructor or group of in- 
structors. In many places, the “lay-out” of the school or the 
disposition of the regents is such as to preclude development. 
At Columbia, where the classes are handled by Prof. Van Metre, 
all transportation courses are elective. The courses here are 
definitely economic in character, except for a single course, 
given at the spring session, which conveys the principles of 
railway traffic and rates. The feeling here seems to be that 
a student in the general business courses should not be encour- 
aged to go into the technical phases of traffic management 
unless he has taken the general courses and has decided 
afterward that he wishes to carry his studies further. 

This logic is carried even further at Ohio State University, 
where the general transportation course is obligatory and is 
taught in the school of economics. The more or less applied 
courses in traffic, taught here by Prof. William Duffus, are 
available only to juniors and seniors. The thought in mind 
is that the student in the business school, whatever line he 
chooses to follow, ought to have some knowledge of the prin- 
ciples otf transportation. Before he digs into the technical 
details of services and rates he should have gone far enough 
in his studies to know definitely that he wants to follow trans- 
portation as a life work. 

An article of this kind cannot and ought not to attempt 
to outline the specific courses given in specific schools. To do 
so would, in the first place, result in a study all out of pro. 
portion in its length to its probable usefulness. In addition, 
such an article ought, in fairness, to be a moderately complete 
catalogue, something impossible to compile in the present 
uncerta.n state of the university traffic education. 


The Three Ruling Tendencies 


Several specific schools have been mentioned here merely 
as examples of general tendencies. These tendencies, to sum 
them up, fall into three pretty well defined classes. First are 
those, such as were mentioned as being in operation at Colum- 
bia and Ohio State, where the courses are definitely economic 
and form parts either of the business school generally or even 
of the school of economics. Then come courses in general 
transportation or in specific subjects such as operation and 
finance, or railroad organization, that have little to do with 
the practical handling of traffic. Some schools of this kind 
have attained high scholastic standing. It is only necessary 
to mention in passing such teachers as W. H. Cunningham, J. J. 
Hill professor of transportation at Harvard, and W. M. Daniels, 
former interstate commerce commissioner, professor of trans- 
portation at Yale, in this connection. In the third group may 
be placed the practical traffic courses already mentioned, to 
which we may add courses at the University of Minnesota, 
conducted by Wayne B. Butterbaugh, chairman of the educa- 
tional committee of the Associated Traffic Clubs of America, 
and those at the University of Iowa, conducted by Prof. Sydney 
B. Miller. 

Contact with the Field 


With respect to the courses dealing practically in traffic 
matters, two tendencies may be noted. The first is the grow- 
ing practice of taking students out of the class-rooms for first- 
hand observation of the movement of traffic. Nearly every 
teacher in a metropolitan center makes it a regular practice 
to spend a day in each term with his class inspecting and 
observing the handling of freight, both with regard to the 
physical handling in the receiving houses, the interchange 
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yards, and the delivering yards, and w:th regard to the records 
kept in the freight accounting offices. 

Inspection tours of this kind are a part of every course jp 
transportation taught by Prof. Howard Kidd, at the University 
of Pittsburgh. It is at this school, also, that plans are under 
way for the furnishing of an elaborate classroom, a library 
and a museum for use in teaching transportation. The great 
new building, a picture of which accompanies this article, noy 
under construction on the university campus, will also Contain 
a large auditorium where it is hoped many traffic and trans- 
portation groups will hold meetings and conventions. 

The second practice referred to is the calling in, periodically 
of men from the field to speak to the students. These seem 
about equally divided as between men in industrial traffic work 
on the one hand, and traffic executives of the railroads, on 
the other. Teachers of transportation find the greatest value 
in these appearances, not so much in the prepared talk of the 
visiting speaker (for ability to impart useful information jn 
that manner varies greatly), but in the period following the 
talk, when students usually are invited to ask questions of the 
visitor. It is by means of the discussions caused by these 
questions that the students establish a closer contact with 
the ideas and workings of the field. 


Generally speaking, the progress in transportation teaching 
in the higher schools is encouraging. There is little feeling 
on the part of those in charge that the man who is graduated 
from these courses should be placed in responsible position 
without trial. All that they hope to attain in the end is a 
recognition that boys who come from their schools have a back- 
ground that will make them more valuable to their employers, 
given an equal chance with the untrained man as a beginner, 


Universities as Literary Sources 


No review of this subject, however brief, would be con- 
plete without some mention of the one factor in which trans- 
portation as a whole has been most definitely indebted to the 
universities. This is the literature of transportation, which is 
largely the product of teachers. 

Beginning with A. T. Hadley’s “Railroad Transportation,” 
printed in 1885, most of the studies of transportation and 
traffic have come out of the colleges. It is only necessary to 
mention a few of the books to make the point, since here, also, 
a complete catalogue is impossible. W. Z. Ripley’s “Railroad 
Problems,” published in 1907, is one of the better known early 
books, and one that still reads engagingly. Logan MacPherson 
published a study under the title of “Freight Rates,” in 1912, 
which is still used to some extent. Johnson and Van Metre’s 
“The Principles of Transportation” was for many years almost 
a standard textbook and has only recently been superseded by 
books by F. H. Dixon, Elliott Jones, and new works by Leslie 
Bryan, of Syracuse, and Johnson, Huebner, and Wilson, of 
Pennsylvania. 


In addition, since transportation has become a graduate 
subject and students of the field have won degrees of Masters 
of Arts and even of Doctors of Philosophy in it, sound studies 
of particular phases of transportation, in the shape of theses, 
have appeared. Since these cannot be written without a good 
deal of individual practical research, and since the student 
cannot hope to become an instructor without one of these major 
degrees, it is apparent that the future student of transportation 
in the universities will not suffer from lack of instructors who 
have learned traffic and transportation in a practical way. 


Traffic by Correspondence 


The problem presented by traffic teaching in correspondence 
schools is considerably different from that outlined above. The 
question of how the courses fit into the rest of the school 
curricula has, of course, no bearing in institutions whose Prt 
mary object is to afford students training in practical trades 
and professions. The problem that the correspondence school 
has had to face has, therefore, not been so much the ovel- 
coming of academic precedent and inertia as convincing owners 
and stockholders of the wisdom of building up instruction with- 
out too great a stress on the profitableness of handling students. 

Correspondence schools—and those private schools that 
aim to teach traffic by evening resident instruction—are, in the 
first instance, in business for profit. It is to the credit of those 
who have worked in the field that these schools have, in the 
decade just passed, begun to pay attention to the scholastic 
ability of their students and have largely abandoned the old 
method of soliciting students miscellaneously. 

At the present time there are two major correspondence 
schools of traffic in this country—the La Salle Extension Uni- 
versity, of Chicago, and the International Correspondence 
Schools, of Scranton, Pa. The course of instruction at La Salle 
has only recently been revised and the pamphlets in its course 
written by leaders in the field under the supervision of a com 
petent staff. Some of these pamphlets are used as texts In col- 
leges and residence schools. : - 

International also has a thorough course, though its revr 
sions are not quite as recent as those at La Salle. Asa ColtoD, 
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instructor in transportation at New York University, is general 
editor for International. 

Courses in traffic and transportation are offered by the 
Y. M. C. A. at a number of points throughout the country. In 
New York, Chicago, and probably at other points, resident 
instruction is offered. A correspondence course is offered from 
the united Y. M. C. A. schools in New York. The Knights of 
Columbus, at New Haven, Conn., also list a course in traffic 
by correspondence. 

The subject of class instruction given by interested men in 
the field in various localities, sometimes under the supervision of 
local traffic clubs, sometimes under the auspices of an inde- 
pent organization known as a “traffic study club,” is one per- 
haps deserving of a special article. Some of these organizations 
have grown into permanent features of local transportation and 
their instructors are frequently the ablest men in the field. 

An organization unique in the field, at present, is the Col- 
lege of Advanced Traffic, Chicago, founded several years ago 
by George A. Rautenberg. This school, organized as a private 
business, has won success by making all its training practical. 
Instead of texts the students are required to work with actual 
tariffs, with copies of actual complaints and decisions, and 
with the other documents familiar to the trained traffic man. 
The school offers a general traffic course and a special course 
in traffic law. It numbers among its students not only many 
beginners in the field, but a goodly number of men already 
established in responsible traffic positions who are anxious to 
acquire a sound traffic background. Both of its courses are 
offered to resident students in Chicago and by mail. 


RELIEF FOR SHORT LINES 

Owing to objection on the part of Senator Bratton, of New 
Mexico, the bill (S. 571) carrying provisions that would enable 
short lines to carry their federal control deficit claims, under sec- 
tion 204 of the transportation act, to the courts, was “passed over” 
in the Senate June 4. Passage of the bill, which was passed 
by the Senate, but not by the House, at the last session, was 
urged by Chairman Couzens, of the interstate commerce com- 
mittee. Senator Bratton indicated he thought the bill might 
be too broad as to providing for review of Commission decisions 
and also he wished to know the amount of the claims of the 
short lines that might be presseed if the bill were passed. He 
asked that the bill “go over,” when other senators were unable 
to answer the question as to the amount of money that might 
be involved. 


370 TONS BEHIND THESE GIRLS 




















The girls are on the front end of 370 tons of speed and 
power. Giants of the rails, like the one shown, all spic-and-span 
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from the locomotive works, will be used by the Great Norther 
to pull its new fast train, the Empire Builder, between Seattle 
Portland and Chicago. Nearly seven hours are to be clipped ms 
the running time, beginning June 10. The equivalent of 4.004 
flesh-and-blood horses is wrapped up in one of these iron Pony 
They will whisk along with 1,000-ton passenger trains ata on 
form speed, up grade and down, for hours at a time without sto 
ping for water or fuel. They are 105 feet long, from tip of sae 
to end of tender, with drive wheels six feet high. The tenders 
hold 15,000 gallons of water and 5,000 gallons of oil. 





BARGE LINE AND RAILROADS 

“Great progress” has been made with respect to establish- 
ment of through routes and joint rates by the railroads and the 
government barge line, according to a statement issued by the 
War Department June 6. > 

Agreement had been reached, it was stated, that the appli. 
cation of the Denison act extended only to new routes anq 
rates and divisions to be established, and did not affect exist. 
ing routes, rates or divisions heretofore established by the 
Commission or by voluntary agreement. Continuing, the state. 
ment said: 


A general method of determining routes to be established under 
orders of the Commission was adopted. 

The rail lines agreed to join with the Inland Waterways Corpora- 
tion in an application for the fourth section relief necessary to carry 
into effect the orders of the Commission. : 

The rail lines agreed to permit the Inland Waterways Corpora- 
tion to publish the joint tariffs until January 1, 1930, at which time 
if the matter were still in dispute, a further conterence would be held. 

The matter of divisions of accruing revenues for joint service was 
left for consideration after a general agreement re routes and rates 
had been reached. . : 


CONSOLIDATION AND VALUATION IN GREAT BRITAIN 


The current state of affairs in this country regarding rail- 
road consolidations and valuation makes an interesting dis- 
cussion, under the title, “A New Era for British Railways,” by 
Howard C. Kidd, professor of commerce, University of Pitts- 
burgh. The book, published by Ernest Benn, Ltd., London, 
begins with a brief history of the British railways act of 1921 
and examines development since then in rates and consolida- 
tions. Some comparisons naturally arise in the American mind 
on reading of the manner in which Great Britain solved its 
post-war railway problem. For instance, the British idea in 
consolidations was directly opposite to the American in the 
matter of competition. Sir Eric Geddes’s famous White Paper, 
on which the railway act was built, is quoted by Professor Kidd 
as saying that “the general plan of grouping should be such 
that ‘direct competition between the groups will, as far as 
possible, be eliminated.’”’ The author’s review of the results 
of the British consolidations, moreover, do not show that the 
radical economies expected by the ardent proponents of the 
plan have materialized. 





MAIL PAY APPROPRIATION 


Congress has adopted the joint resolution appropriating 
$39,000,000, and $3,997,089.50, plus unexpended balances for mail 
pay, to enable the Postmaster-General to pay to the railroads 
retroactive mail pay awards under the decisions of the Com- 
mission and the Supreme Court of the United States, the latter 
having held that the Commission had the power to make 
retroactive awards. Exclusive of approximately $4,000,000 that 
is to be paid as the result of the cases that were in court, the 
amounts to be paid the railroads under orders of the Com- 
mission approximate $48,000,000. 

In brief debate, preceding passage in the Senate of the mail 
pay appropriation resolution, Senator King, of Utah, said that 
promises had been made from time to time that the Post Office 
Department’s deficit would be provided for by suitable adjust: 
ment of rates on parcel post, letters, etc., but that the evidence 
now was that not only was the deficit unprovided for but was 
much greater than had been stated. He said it was apparent 
that the deficit in the Post Office Department would approximate 
for the fiscal year from $60,000,000 to $80,000,000. 

“It does seem to me,” said he, “in the face of this situation, 
that there should be some readjustment of the rates so that ihis 
deficit shall not be continued.” 





NEW PERISHABLE FREIGHT SCHEDULES 

Effective June 10, the Erie and Pennsylvania announce the 
establishment of morning trains from St. Louis and afternoon 
trains from Chicago effecting third morning delivery at Atlantic 
seaboard. To equalize schedules on California perishables to 
these points, via St. Louis and Chicago, California originating 
lines, the Southern Pacific, Santa Fe, Union Pacific, and West- 
ern Pacific, announce, effective June 5, a schedule of 146 hours 
from California concentration points, Roseville, Sacramento, 
Bakersfield, San Bernardino, and Colton to Chicago, based on 
3 a. m. departure, which will provide seventh day connection 
at St. Louis and Chicago with the Erie and Pennsylvania trains, 
effecting tenth morning delivery in New York territory. Traffic 
originating within sixteen hours of Sacramento, Bakersfield 
and Roseville and within seven hours of Colton and San Ber 
nardino will be operated on this schedule. 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. : s 
The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. If a more comprehensive answer to a question is 
desired than is thought proper for this column, the department will 
answer it by letter for a reasonable charge. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Routing and Misrouting—Conflict Between Rate and Route— 
Rate Not Applicable via Any Route 


West Virginia.—Question: A shipper tenders three cars to 
the railroad, the local freight agent making out the bills of 
lading, inserts a rate and routing. The rate inserted was not 
that applicable via the route shown, and the route named in- 
curred the paying of a higher rate than would have applied 
via another route, but in connection with the same originating 
carrier, the rate inserted being higher than the applicable rate 
via the route inserted. The shipper signs the bills as made out 
by the agent and the shipments accordingly move via the high 
rated route, but on basis of the applicable rate, not that inserted 
by the agent. In view of the shipper signing these bills, can 
the carrier be held for misrouting? 

If you can cite any decisions of the Commission involving 
similar issues please do so. 

Answer: Even though it be considered that through ratifi- 
cation by reason of the signing of the bill of lading prepared 
by the carrier’s agent, the rate and route were in effect incor- 
porated therein by the shipper, the principle of the commission’s 
decision in Union Sawmill Co. vs. St. L. I. M. & S. Ry. Co., 
40 I. C. C. 661, is, in our opinion, applicable to the instant case. 

The Union Saw Mill Company case covered a shipment from 
Huttig, Ark., to Elgin, Okla. The bill of lading showed certain 
routing and a rate of 24 cents. The rate of 24 cents was not 
in force over any route. The shipment moved via the route 
specified in the bill of lading and a rate of 42 cents applicable 
thereto was charged. If the initial carrier had directed the 
shipper’s attention to the conflict between the rate and route 
designated, the shipper could have taken advantage of a rate 
of 31 cents by forwarding the car over a different route. The 
Commission awarded reparation on basis of the difference be- 
tween the rate of 42 cents, as charged, and the rate of 31 cents 
via the other available route. 

With respect to the shipper’s ratification of routing inserted 
in the bill of lading by a carrier’s agent, see F. W. Brownyard 
vs. Union Pacific, 136 I. C. C. 447. 


Demurrage—Erroneous Car Number Shown by Shipper in Bill 
of Lading Changed by Carrier Without Notice to Shipper 
Pennsylvania.—Question: A shipment of scrap steel was 

loaded into XYZ car 90893 at A’s plant and his shipping clerk 

prepared a bill of lading for XYZ 90896, which was, accepted 
by the carrier’s agent. The material was sold to B, who in turn 

sold it to consumer C. 

The carrier discovered the discrepancy in the car number 
and corrected the billing without notifying the shipper. XYZ 
car 90893 was tendered to C, who held a bill of lading and 
invoice for XYZ 90896 and would not accept the car until he 
had made an investigation and disclosed the foregoing facts. 
This investigation, of course, required time and after accepting 
the material C was presented with a bill for demurrage. 

The carrier contends they were entirely within their rights 
when they made the correction without notifying the shippers 
or owners of the freight. 

We would appreciate your reference to any Commission or 
court ruling that will disprove their contentions in this case. 

Answer: Apparently, had the carrier not made a correction 
in its billing, the result would have been the same, for the 
reason that the consignee would have, as it did, received an 
arrival notice for car 90893, while holding a bill of lading for 
car 90896. However, had the carrier called the discrepancy 
to the shipper’s attention, he presumably would have advised C 
accordingly. It is true that the carrier transported a shipment 
in car 90893, on a bill of lading for car 90896, but inasmuch 
as it transported the right shipment and made delivery thereof 
to the proper party, it performed the transportation service 
contracted for in its bill of lading, the error in car numbers 
not being a material factor, in so far as the contract of affreight- 
ment is concerned. 

With respect to demurrage charges, we do not believe that 
the carriers’ failure to advise the shipper of the discrepancy 
in car numbers constitutes an error on the part of the carrier 
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which prevented proper tender or delivery within the purview of 
section E of rule 8 of the Uniform Demurrage Tariff nor an 
improper notice within the provisions of section D of Tule 8 
the carrier having, we understand, notified the consignee of the 
arrival of car 90893, the car actually containing the shipment 
covered by the contract of affreightment entered into with the 
shipper. 

We are of opinion that the principle of the Commission’s 
decision in Riverside Western Oil Co. vs. M. V. R. R. Co, 49 
I. C. C. 589, is applicable to the instant case. In this case the 
Commission held that by reason of its own error the complain- 
ant may not impute negligence to any of the defendants, not- 
withstanding that the defendants failed to meet their ful] duty 
with respect to the shipment. 


Stations—Abandonment—Effect Upon Rates 


Ohio.—Question: During the month of February, 1929, we 
forwaraded three carloads of galvanized steel sheets to a cus 
tomer at Springfield, Mo. The material was sold with freight 
equalized with Gary, Ind. Our customer requested us to consign 
these cars to Provision, Mo., to which point rate of 42 cents 
was published from Gary, Ind., in S. W. Lines’ Tariff 114.¢ 
J. E. Johanson’s I. C. C. 1946. This rate was canceled on March 
28, 1929. 

Item 88 of this tariff provides that same is to be governed 
by F. A. Leland’s Official List of Open and Prepay Stations No. 
37, I. C. C. A-2, as to prepay requirements, changes in station 
names, and changes which result from addition or abandonment 
of stations and changes in station facilities. 

It will be found by referring to Official List of Open and 
Prepay Stations No. 41, in effect at time of shipment, that 
Provision, Mo., is shown as an abandoned station, and it is 
our understanding that Provision, Mo., is now part of Spring. 
field, Mo. The rate applicable from Gary, Ind., to Springfield, 
Mo., is 50c per cwt., as published in S. W. Lines’ Tariff 151, 
J. E. Johanson’s I. C. C. 2008. 

Our customer insists that freight be equalized with the 
42c rate and not with the 50c rate, while it is our contention 
that, inasmuch as Provision, Mo., no longer existed as a station 
at time of shipment, equalization should be made on the 50c 
rate. Had the shipments in question moved from Gary, Ind, 
the carrier’s agent at that point could not have lawfully signeda 
bill of lading showing destination as Provision, Mo. In han- 
dling with the various carriers operating out of Gary, Ind., we 
have received different interpretations as to the proper rate to 
apply. The delivering carrier insists that the proper rate was 
42 cents. : 

We will appreciate it very much if you will furnish us with 
your opinion as to the legal rate in effect during February, 1929, 
from Gary, Ind., to Provision, Mo., as well as to Springfield, 
Mo., and at the same time advise whether or not a carrier's 
agent could have lawfully signed a bill of lading showing des- 
tination as Provision, Mo. 


Answer: In our opinion, the rate published to Springfield, 
Mo., under the circumstances stated, also applies to deliveries 
in that part of Springfield terminals formerly embraced in the 
area operated as Provision, Missouri, station. Inasmuch as Pro- 
vision was eliminated as a station separate from Springfield, 
there is no conflict in rates. The delivery facilities at what was 
formerly Provision station have become facilities of the Spring- 
field station. There is no station “Provision, Mo.”, hence the 
carrier cannot lawfully accept shipments destined to “Provision, 
Mo.,” any more than it could issue a bill of lading showing 
“South Side team track No. 2, Mo., as a station if that track 
had never been opened and published as a station. Paragraph 
(1), section 6 of the interstate commerce act, directs the car- 
riers to publish tariffs containing their rates, and states “the 
schedules printed as aforesaid by any common carrier shall 
plainly state the places between which property and passengers 
will be carried .’ There can be no publication of rates 
without publication of stations. There can ipso facto be no 
cancellation of a station without automatically canceling the 
rates applicable thereto. The carrier is as much obliged to 
establish stations by publication and filing tariffs showing the 
names thereof, as it is to publish the rates, for unless the places 
from and to which such rates are to be applied are made defc- 
nite and certain the rates are in like measure indefinite and 
uncertain as to their application, and, therefore, do not comply 
with the foregoing statute. 


Resort cannot be had to the Official Guide, to maps, time 
tables, atlases, or other such publications for the determination 
of whether a station exists or not for the purpose of applying 
rates thereto. Crescent Coal & Mining Co. vs. C. &. E. I, 24 
I. C. C. 149; Swift & Co. vs. A. & A. R. R., 102 1. C. C. 499. A 
shipper cannot be required to look beyond the face of a tariff. 
Werner Stave Co. vs. Director-General, 68 I. C. C. 395. 

In the case of Swift & Company, above cited, the defend- 
ant’s icing tariff provided a charge of $4.50 per ton at Evans: 
ville, Jeffersonville, and New Albany, Ind., and $4 per ton at 
“all other stations.” Shipments were iced in a suburban section 
of the city of Indianapolis, known as Howell. Afterward Howell 
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Western Business 


GEOGRAPHY 


ee 2s @& 
Dominating Distribution 
by RAIL, WATER, AIR 


HYSICAL terminus of three trans-continental 

railroad lines; a port of call by coastal, inter- 
coastal, European and trans-Pacific steamship lines; 
aviation center of the West . . Oakland, Cali- 
fornia, because of its geographical location, domi- 
nates distribution by rail, water and air. Added to 
this centralization of transportation lines on the 
eastern side of the great harbor of San Francisco 
Bay, isaremarkably equable all-year working climate 
large areas of level, low-priced industrial land, an 
excellent labor market, unlimited, hydro-electric 
power at most favorable rates, and distribution costs 
which make Oakland the most economical point 
from which to cover the markets of the West. 


In the eleven western states are over 12,500,000 
prosperous people; people who are educated to buy- 
ing, and able to buy, the best. Here western pros- 
perity reaches its height for California ranks third 
in the United States in total savings bank deposits. 
Of this 12,500,000 people, over 6,000,000 live in Cali- 
fornia, with a majority within 150 miles of Oakland. 
Then across the Pacific are markets with an estimated popula- 
tion of 900,000,000 which have as yet been scarcely touched. 


A study of western business geography will prove beyond all 
successful contradiction that in practically every line of indus- 
trial activity Oakland has more advantages to offer the manu- 
facturer than any other Pacific Coast city. 


A Book for Executives 
“‘WE SELECTED OAKLAND” 


Here are the personally-written statements of a 
number of nationally-known concerns operating in 
the Oakland Industrial area, on the advantages of 
location which they enjoy. Mailed on request. 
Write Industrial Department, Oakland Chamber of 
Commerce. 


OAKLAND 
- Califomia - 
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New York City Conveniences, 
at New Jersey Rentals 


We invite your inquiries 


BAYWAY TERMINAL 
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was listed as a station in the tariffs. Complainants contended 
the $4 rate applied to shipments in question on the theory that 
Howell was one of the “all other stations.” The Commission 
held that until Howell was published as a station, shipments 
handled in that part of Evansville terminals known as Howell 
would be subject to Evansville rates. It would seem to follow 
that if at a later time Howell had been canceled from the tariffs 
as a station and referred back as a part of Evansville, the 
Evansville rates would again apply to that portion of the ter- 
minals. The carriers parties to Leland’s Open and Prepay Sta- 
tion List file that publication with the Commission in order to 
have an official list of places from and to which their rates 
apply on file with the Commission, and one which may well be 
kept more up to date than the ordinary rate tariff’s list of 
stations. It would be impracticable to keep all rate changes 
up to date in the rate tariff itself, so the latter tariff is made 
subject to changes published in the Official Station List, and 
for that reason it cannot be said that the continued showing 
of Provision, Mo., as a station in the rate tariff has the effect 
of continuing separate rates to that portion of Springfield 
which the Official List (to which such tariff is subject) makes 
it clear is no longer a separate station, for if the tariff is subject 
to the Official List and the latter provides that Provision no 
longer exists as a separate station, but is now a part of Spring- 
field terminals or station, the continuation of Provision in the 
rate tariff is surplusage. 

In Foster Lumber Co. vs. G. C. & S. F., 36 I. C. C. 241, the 
shipper tendered cars on bills of lading consigned to Knowles, 
Okla., an inland town, the nearest railroad station being Laverne. 
The originating carrier refused to sign the bills of lading until 
the complainant inserted the name of the station to which the 
shipment should move. Demurrage accrued in the interim which 
the Commission held was properly assessed. 


Since a bill of lading is a contract the execution of the bills of 
lading involved would have laid upon the carrier the duty to deliver 
complainant’s shipments at Knowles. Carriers are not obliged to 
‘deliver shipments at points on an unfinished line (then under con- 
struction to Knowles) which has assumed none of the functions or 
obligations of a common carrier. 

These cases seem to indicate that a carrier cannot lawfully 
issue a bill of lading to a place to which no rate is published 
‘and which is not itself published as a station in and of itself, in 
some tariff filed with the Commission for that purpose. 

Delay—Liability of Carrier 

Missouri.—Question: Referring to your answer to “Colo- 
rado,” page 1290, issue of May 25, 1929, relative to delay. 

Is our understanding correct, that when a shipper makes 
a special contract with the carrier to deliver a shipment at a 
certain time, that under 225 U. S. 155, the contract is illegal, 
because of violation of the act, and that the only advantage 
of the special contract is to place the shipper in a position to 
collect for special damages, providing shipment is not delivered 
within a reasonable time? 

If a shipper can collect damages, covering decline in mar- 
ket, due to delay, what advantage does the shipper, who has 
made a special contract, have over the shipper that has not? 
Is it your opinion that ‘‘Colorado” could recover damages it 
shipment did not arrive within a reasonable time, and negli- 
‘gence could be proven? In some instances, the damage is due 
to decline in market, whereas, we understand the issue raised 
by “Colorado,,” the market price was not involved, but the 
contractor was damaged by not having the material on hand. 

Answer: The decision of the Supreme Court of the United 
States in C. & A. R. R. Co. vs. Kirby, 225 U. S. 155, does not 
relate to special damages, but to damages resulting from a fail- 
ure to deliver goods within a specified time, regardless of 
whether or not there was unreasonable delay on the part of the 
carrier in the transportation of the shipment. 

Ordinarily a carrier is not liable for delay to goods unless 
the delay was unreasonable. However, where a carrier con- 
tracts to transport goods within a specified time, it is liable 
for damages resulting, provided, however, its undertaking to 
-transport within a specified time is covered by a legally pub- 
‘lished and filed tariff provision. Unless there is a tariff provi- 
sion. a carrier may not, under the decision in C. & A. R. Co. 
vs. Kirby, 225 U. S. 155, make such a contract, or, rather, it 
is not binding upon a carrier, for the reason that it would 
result in discrimination for a carrier to contract to transport 
the goods of one shipper within a specified time and refuse 
a like service to another shipper, which it might do, unless, 
under a tariff provision it holds out such service to all shippers. 
An example of such a tariff provision would be two rates on 
strawberries from A to B, one rate covering the regular service, 
the other and higher rate an expedited service, under which 
the carrier undertook a delivery within a specified length of 
time. 

Special damages, on the other hand, as applied to delay in 
delivering a shipment of goods, is something other and beyon4d 
the damage occasioned by the mere difference in the market 
price, being an element which a carrier cannot be presumed to 
have knowledge of without special notice. 
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To recover special damage, occasioned by delay in deliy 
the shipper must show that the carrier had notice that Prompt 
delivery was necessary and that, if it was not made, special 
damage would be occasioned the shipper; otherwise the carrier 
is liable only for damages on account of delay as might reason. 
ably have been contemplated by the parties at the time of 
shipment. 

If, for instance, goods are contracted to be sold at a fixed 
price, and to be delivered at a particular place, and the carrier 
undertakes the transportation thereof, with full notice that the 
goods are to be sold if forwarded seasonably, the consignor wil| 
be entitled to recover the difference between the contract price 
and the value of the goods when actually delivered, if by reason 
of unreasonable delay in transportation he loses the sale 
Under these circumstances, the undertaking is special and the 
loss and liability are special. 


ery, 


Freight Charges—Liability of Owner for Balance of Freight ang 
Storage Charges Where Amount Realized from Sale of 
Goods Is Less than Legally Published Charges 


Tennessee.—Question: Jones made a shipment to Brown 
value $10, and when the shipment reached destination the con. 
signee was unknown and the shipment was sold by the carriers 
for 20 cents. The freight charges outstanding were $2, adver. 
tising, etc., $1, deficit $2.80. Can the carriers collect the deficit 
from the shipper? 

Answer: Where the carrier waives prepayment and the 
consignee refuses to take the goods and pay the transportation 
charges, and the carrier, in strict conformity with law, sells 
the goods to enforce its lien for freight charges, and there stil] 
remains a balance due, the consignor, under such circumstances 
applies, it has been held, as much to a charge for demurrage 
and storage as to freight or other lawful charges which the 
carrier is bound to collect. See Jelks vs. Philadelphia, ete. 
R. Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. & A. R. Co., 
87 S. E. 702; B. & O. vs. Luella Coal & Coke Co., 81 S. E. 1044: 
Pa. R. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Central R. R. 
of New Jersey vs. Berry, 165 N. Y. S. 1041; Pa. Co. vs. Fraser 
175 Ill. App. 645. : 

Furthermore, there are statutory provisions in the several 
states which make the owner liable for the balance due for 
freight charges where goods are sold by a carrier for its 
charges. See, for instance, section 26000 of the Civil Code of 
1912 of the State of North Carolina. 

Paragraphs B and C of section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions govern the sale of re- 
fused or unclaimed goods, in so far as interstate shipments are 
concerned. 

Rates—Reasonableness of—Rate in Opposite Direction 

Ohio.—Question: We would appreciate it if you will favor 
us with your opinion regarding the following: 

We have been making shipments from point A to point 
B at a specific rate. We are now anticipating movement of a 
tonnage of material in the opposite direction and find there is a 
difference of 25c in the rate from point B to point A. In other 
words, the same rate does not apply in both directions. 

We have made application to the two trunk lines at point B 
to reduce their rate and they advise us they cannot establish 
the same rate to apply in both directions. We feel that if the 
rate was the same a considerably larger tonnage would move 
between points B and A. 

Do you know of any decisions of the Interstate Commerce 
Commission pertaining to the above? Any information you 
give us will be appreciated. 

Answer: A rate in one direction in excess of the rate be- 
tween the same points in the opposite direction does not demon- 
strate the unreasonableness of the higher rate, especially where 
it is a class rate and the movement of the particular traffic is 
not of sufficient volume to warrant the establishment of a com- 
modity rate. Parlin & Orendorff Co. vs. S. P. Co., 42 I. C. C. 
29, 30. 

Though maintenance of a higher rate than that which applies 
for movement between the same points in the opposite direction 
ordinarily requires explanation, the higher rate can not be con- 
demned solely on that circumstance. Hyman-Michaels Co. VS. 
Director General, 80 I. C. C. 705. 

The above decisions show that something more than evi- 
dence of the rate in the reverse direction is essential to a 
finding in your favor that the rate from B to A is unreasonable. 
There are numerous factors which have a bearing upon the 
determination of whether a rate is unreasonable, the commodity 
involved, the location of the points, and other circumstances 
determine what factors should be stressed. In Birmingham 
Traffic Bureau vs. St. L.-S. F. Ry. Co., 68 I. C. C. 108, it was held 
that the class rates in one direction were unreasonable and 
unduly prejudicial to the extent that they exceeded the con- 
temporaneous rates in the reverse direction. In this case the 
Commission said, on page 109: 


In the case cited we said that “where the transportation con- 
ditions affecting the movements in opposite directions between - 
same points are substantially similar there should be no materia 
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America’s Newest, 
Grandest Wonderlands 





Grand Canyon National Park from Union Pacific Grand Canyon Lodge 


No Other Vacation Tour 


Equals This 


See them this summer! You won’t know America until 
yu do. You won’t know what relaxation can be until 
you’ve lost your cares in the silent magnificence of sky and 
mountains—and breathed the tonic of western climate! 


You won’t know the rainbow immensity of great canyons 
-until you’ve seen Bryce Canyon and Zion National 
Parks, and the Grand Canyon itself. You won’t knew the 


_ charm and mystery of deer-filled forests until you’ve seen 
| the Kaibab. You won’t know the magnificence of water 


hurling itself into the sky until you’ve seen the proud 
geysers of Yellowstone. You won’t know the breathtaking 
spectacle of ocean and mountains till you visit California, 
or the spell of the Rockies till you see Rocky Mountain 
National Park. 


The cities, too, are among the most interesting in the 
world. Denver, the mile-high Queen City of the Plains; 
Ogden, Salt Lake City, capital of the Mormons; Portland, 
City of Roses; Seattle and Tacoma on lovely Puget Sound; 
San Francisco, romantic and sophisticated; Los Angeles, 
the movie metropolis—each with its own unforgettable 
atmosphere. 


Come out to the West this summer! To the best of the 
West—the Union Pacific West, which includes Colorado, 
Utah, Idaho, Arizona, Nevada, California, the Pacific 
Northwest and Alaska, and twelve great National Parks. 


You may go independently, or in an Escorted All-Expense 
Tour with interesting companions. The low cost will 
amaze you. Send now for detailed information! 


Low Summer Fares to all the West 


Whether your vacation period is two weeks or two months, 
Union Pacific travel experts, who know the West, will 
gladly plan for you a complete itinerary that will suit your 
purse and give the maximum in sightseeing. 


For complete information and booklet ask 
Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebraska 


Unson Paci 


THE OVERLAND ROUTE 
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MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 
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STATE DOCKS COMMISSION 
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disparity in rates.’’ We see no reason why the same rate should 
not apply in both directions between Birmingham and Memphis. This 
would also be in harmony with the intentions of the carriers as re- 
peatedly expressed when dealing with the southeastern adjustment. 


Damages—Measure of 


Pennsylvania.—Question: Kindly advise what price basis 
should be used in the filing of loss and damage claims on a 
commodity that is lost or damaged to such an extent as to be 
worthless. 

We have been advised recently that it is lawful to use the 
resale price rather than the market price date of arrival, but 
as this information does not come from one with authority on 
such matters, we desire to get the ruling on this. 

Answer: The decisions of the courts are in conflict as to 
whether the retail value, including profits, or merely the replace- 
ment value is the proper basis for recovery in the case of loss, 
injury or damage to goods while in the course of transportation. 

The findings in several decisions are set forth in our answer 
to “Florida” on page 1064 of the April 28, 1928, Traffic World, 
under the above caption. Reference therein is also made to the 
decision in Crail vs. Ill. Central, 21 Fed. (2d) 726. A writ of 
certiarari has been granted by the Supreme Court in this case, 
and there is a probability that the decision of the Supreme 
Court will determine the question as to whether the retail value 
or the replacement value is the basis of recovery. 


Sales 


Texas.—Question: We have from time to time controversies 
with firms from whom we purchase material on an f.o.b. des- 
tination basis as to who is entitled to the freight refund, if 
any is due. 

There are several firms that we deal with that will quote 
us f.o.b. destination prices and then will deduct the freight 
charges from the face of their invoices before they are sent to us 
and in a number of cases the freight charges actually paid by 
us were less than the freight charges which were deducted 
from their invoices. 

It has been our contention that we were entitled to these 
differences, for the freight charges which these firms deducted 
from the face of their invoices were included in the prices 
quoted. Will you please advise us if you have any record of a 
court decision of any kind pertaining to cases of this kind, and, 
if so, will you please advise us where it can be located?? 

Answer: We can locate no decisions of the courts which 
bear directly upon the question involved in your inquiry. 

It is our opinion that whether you are entitled to the differ- 
ence between the freight charges paid on a shipment and the 
amount deducted by the seller, presumably representing freight 
charges, will depend upon the terms of the contract of sale. 

If the term “freight allowed” is used therein it is our opinion 
that this term could only mean the regular freight charges as 
published in the carrier’s tariffs lawfully on filed with the Inter- 
state Commerce Commission or State Commissions, depending 
upon whether the shipment be interstate or intrastate. Where, 
in addition to the term “freight allowed,” an amount is specified 
in the contract, which amount does not represent the legally 
published rate, it is our opinion that the seller could, in an 
action at law, show that the amount specified in the contract 
was the result of a mistake, upon proving that the lawfully pub- 
lished rate was the basis of the agreement, in so far as the 
allowance for freight charges is concerned. 


Routing and Misrouting—Rail and Water Shipments 


Texas.—Question: We note with interest in the Question 
and Answer column of the Traffic World, dated April 13, 1929, 
on page 912. your answer to “Pennnsylvania” under the above 
caption. 

In the above mentioned case, we have one that is almost 
identical. We have, for example, a shipment moving from a 
point of origin in South Carolina to Houston, Texas. The con- 
signor, when making out the bill of lading, shows the consignee 
to be ourselves, and routes the shipment via Brunswick, Ga., 
c/o a steamship line, which is not a party to tariffs on file with 
the Commission. The originating carrier, without consulting the 
consignor or consignee, changes routing to cause shipment to 
move all-rail, thereby causing us to pay excess freight charges 
over that which we would have paid via movement as routed 
on the bill of lading. We filed claim with the delivering carrier 
and after claim was returned by him declined, we filed claim 
with the originating carrier and which claim was again declined 
in line with the Commission’s opinion in the De Bary & Co. vs. 
L, W. . BR. Ce. 36 2 ©. ©.- Sai. 

We note in closing your answer mentioned above, you use 
the words: “It is suggested, however, that claim could be made 
against the rail line for the difference between the all-rail rate 
to the port and the rate to final destination on the ground that 
the carrier hauled the shipment to other than the billed destina- 
tion, so far as a service via its line was contracted for.” We 
should like to get a little further explanation as to the meaning 
of this sentence, also we will appreciate your furnishing us 
with authority which you have in your possession that we might 
use in filing claim on the basis as outlined in your answer. 
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Answer: We are unable to locate any decision of the Com. 
mission which would be authority for the filing of a claim upon 
the basis suggested in the answer to which you refer. However 
it seems apparent that where a carrier has executed a bil] of 
lading calling for delivery at a specified point, ie., at a port 
where delivery is to be made to a water carrier, it is q Violation 
of the bill of lading contract when the initial carrier or some 
connecting carrier, forwards the shipment via a rail line to 
final destination, instead of delivering the shipment to the water 
line at the port specified. 

In Wichman vs. A. C. L., 84 S. E. 420, involving a shipment 
from Sterling, Ill., to Charleston, S. C., which shipment wag for. 
warded to Walterboro, S. C., in error, the court said: 


Instead of the shipment being delivered to the plaintiff at Charles 
ton, where they had directed it to be shipped and as the place desig- 
nated in the bill of lading, it was brought to Walterboro by the A 
fendant without direction or consent of the plaintiff. Defendant made 
demand on plaintiff for $86.13, freight to Walterboro, S. ¢, which 
was $23.73 more than proper freight charges from Sterling.’ I] to 
Charleston, S. C., and refused to deliver the shipment to’ plaintitt 
until full charges demanded was paid. The plaintiff offered to pay 
the freight charges from Sterling, Ill., to Charleston, but declined 
to pay charges from Charleston to Walterboro. The defendant refused 
this offer, and _in order to get the property plaintiff paid the full 
amount demanded under protest, and filed his claim with the de- 
fendant for the excess claimed, $23.73. This claim was filed on the 
day the freight was paid under protest, and was not paid in 40 days 

The evidence shows that the freight came into Charleston over 
the Southern road and was delivered by the Southern road to the 
defendant to be transported by the defendant over its road to Walter- 
boro, The defendant was never rightfully in possession of the property 
* * * the possession of defendant was tortious, and it follows that 
the plaintiff should not be required to pay the freight charges other 
than to Charleston and not the excess charges from Charleston to 
Walterboro. 

This case, it seems to us, supports the suggestion we have 
advanced that recovery could be had where a shipment is for- 
warded through to destination via rail carriers, in violation of 


routing instructions calling for a rail-and-water movement. 


DETROIT SHIPPERS’ CONFERENCE 


The annual meeting and election of officers of the Detroit 
District Shippers’ Conference of the Detroit Board of Com- 
merce was held June 4. 

This organization, comprising all Detroit industrial traffic 
men, is active through its various committees in the considera- 
tion of subjects of interest to traffic men and transportation 
agencies. In the last six months, 22 meetings of the various 
committees were held. Six of them were joint meetings with 
representatives of the carriers. Progress was made in subjects 
such as car demurrage, freight claim prevention, merchandise 
service to distant points, and terminal and switching arrange- 
ments in the Detroit district. The rate, tariff, and classification 
committee considered and assisted in the drafting of briefs 
and testimony presented in important rate cases involving the 
interests of Detroit shippers and receivers. Among these were 
the iron and steel case, the petroleum rate case, the eastern 
class rate investigation, and the container weight case. Other 
matters, equally important to Detroit, but not having national 
scope, were considered by the committee. These included pro- 
posed changes in freight rates on radiators, boilers, coal, drugs, 
and merchandise to the southwest. 

The United States Chamber of Commerce circularized 
members with a referendum having to do with the ad- 
ministration of state and local roads. This and other legis- 
lative matters affecting the operation and regulation of motor 
vehicles were considered and positions were taken on them 
by the motor transportation and legislative committees. 

Increased use of water transportation facilities and the 
possibility of cutting down production costs in Detroit factories 
by utilizing water transportation to obtain raw materials from 
other ports on the Great Lakes was considered by the water 
transportation committee. 

The Commission has been active in several of the more 
important and far-reaching rate adjustment cases now pending. 
The rate committee has been active in establishing the position 
that the Detroit Board of Commerce should take in these rate 
cases. Through the director of the traffic transportation de- 
partment, L. G. Macomber, testimony has been presented, and 
a seventy-page brief compiled for presentation in the matter 
of rates on merchandise in the Detroit general territory. It 
has been estimated that the proposed scale of rates that the 
attorney-examiner on the Commission’s staff has suggested 
would increase the freight bill for Detroit shippers to the extent 
of $10,000,000 a year. This matter, its present status, and a 
review of the work done by the rate committee, as well a8 4 
resumé of the proceedings before the Commission in this case, 
formed the important part of the discussion at the meeting 
Tuesday. 

Officers elected are: W. I. Nokely, president, traffic mat 
ager, Michigan Alkali Company; G. W. Atherton, vice-president, 
traffic manager, Acme White Lead and Color Works; J. A 
Gardner, vice-president, traffic manager, Murray Corporation 
of America; L. V. Simms, secretary, traffic transportation 
department, Detroit Board of Commerce. 
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DOUBLE RATE DESKS 
TRAFFIC DEPARTMENTS 


HERE office space is costly, and it is essen- 

tial to use every possible square foot—in such 
a Traffic Department the McBee Double Rate Desk 
makes a most welcome place for itself. 


It makes possible the utmost facilitation of clerical 
work in the least possible floor space. It provides 
two clerks with combined desk and file facilities, 
and gives them instant, convenient access to records 
without leaving their chairs. 





HIS desk, by combining desk and filing facili- 

ties, saves more than a third of floor space. In 
a recent installation, 30 ordinary desks and many 
wall files were replaced by 50 Rate Desks, making 
room for 20 additional clerks in the same space. 


N_ assembly near clerk’s 

desk puts records within 
easy reach, saving time. Each 
drawer is a separate unit, per- 
mitting formations of single- 
unit drawers in floor space or- 
dinarily wasted. 


Write for Literature, 
Specifications, Prices 


THE MCBEE BINDER Co. 


502 Madison-LaSalle Bldg. 
CHICAGO, ILL. 
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Chicago 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connections 
with the New York Central Lines at South 
Bend, Ind., the Michigan Central R. R., the 
C.1I.& L., and the N. Y. C. & St. L. (L. E. 
& W. Dist.) at Michigan City, Ind., and 
the Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 
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Personal Notes 





Edward F. Cosgriff, newly elected chairman of the Traffic 
Group of the National Retail Dry Goods Association, was born 
in New York, May 13, 1895. He was educated in the grammar 
and high schools of Jersey 
City, studied law for several 
years at night, specializing 
in commercial law, and was 
a keen student of traffic and 
transportation. He began 
work with the Adams Ex- 
press Company in New York 
in 1913 and until 1917 held 
various positions from office 
boy to claim correspondent. 
He resigned. to enter the 
army in 1917, serving over- 
seas with the 105th Field 
Artillery, 27 Division. After 
he was discharged from the 
service in April, 1919, he 
obtained employment’ with 
the Pennsylvania Railroad 
and later with the American 
Railway Express Company. 
In June, 1920, he became 
associated with W. T. Grant 
Company, New York (chain 
department stores), estab- 
lishing its traffic division 
and subsequently organizing 
its import department. He is 
a member of the Traffic Club of New York, Shippers’ Con- 
ference of Greater New York, and the National Industrial Traffic 


League. 
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He is now in charge of both. 


After completing almost forty-nine years of continuous 
service, William W. Richardson, assistant to passenger traffic 
manager, Pennsylvania, at St. Louis, has been retired. 

The Delaware & Hudson has opened an agency at Cleve- 
land, O., with C. J. Connolly, general agent, freight department, 
in charge. Leonard Unger and G. C. Badgley have been ap- 
pointed traveling freight agents at Cleveland. Thomas Buyers 
has been appointed commercial agent at Cleveland. 

J. F. Hogan, Chicago, has been made vice-president in charge 
of traffic, Western Pacific, effective June 15. He is vice-presi- 
dent, Chicago & Western Indiana and Belt Railway, Chicago. 

G. H. Sido has been appointed general manager, Wabash, at 
St. Louis. 

The following appointments have been made at Chicago by 
the Judson Freight Forwarding Company: Charles Walker, 
assistant general agent; Mitchell B. Howe, commercial agent; 
E. T. Hartnett, superintendent of operations, succeeding H. G. 
Tarskey, resigned. 

P. C. Patterson, after five and a half years as general freight 
agent, Monon, at Chicago, has been transferred to New York as 
general eastern agent, at hisown request. The following appoint- 
ments have been made at Chicago: J. R. Van Delinder, gen- 
eral freight agent; F. W. Kuhn, general freight agent, succeeding 
Mr. Patterson, and S. J. Cook, assistant general freight agent, 
succeeding A. C. Tumy, retired. In addition, the following ap- 
pointments will be effective June 15: W. H. Robinson, assist- 
ant general freight agent, Louisville, Ky.; J. L. Fortier, chief 
of tariff bureau, Chicago; D. H. Streett, division freight agent, 
Chicago, succeeding F. G. Ocasek; F. G. Ocasek, coal traffic 
agent, Chicago; E. C. Helland, general agent, Pittsburgh, suc- 
ceeding Mr. Kuhn; Walter F. Smith, commercial agent, Atlanta, 
Ga., succeeding Mr. Helland, and O. W. Cooper, freight traffic 
agent, Indianapolis, succeeding Mr. Smith. 

J. F. Thompson, division freight agent, A. T. & S. F., Chi- 
cago, died this week. 

Elmer M. Gray has been appointed commercial agent, Mis- 
sissippi Central, at Shreveport, La. Roy M. Dunlap has been 
appointed general agent at Detroit, succeeding Mr. Gray. S. F. 
Browne has been appointed commercial agent at New Orleans. 

The position of assistant general freight and passenger 
agent M.-K.-T. of Texas, at Houston, Tex., has been abolished. 
J. F. Hennessey, Jr., has been appointed executive general agent 
at Houston, representing all departments. T. L. Darneal has 
been appointed general freight agent in charge of solicitation at 
St. Louis, succeeding Mr. Hennessey, Jr. 

H. L. Graham has been appointed commercial agent, Atlan- 
tic Coast Line, at Goldsboro, N. C. 

J. H. Hiland, formerly vice-president, C. M. & St. P., died 
in Chicago May 21. He was 81 years old. He was retired in 
1918. 

George C. Conn, director of traffic, Buick Motor Company, 
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has resigned, effective July 1. He has held that position sinc 
November 1, 1917, having been freight traffic manager fn 
Marquette, prior to that. He expects to move to California 
W. C. Perron has been appointed assistant traffic manager. 
Abitibi Power and Paper Company, Ltd., North Bay, Ont. 
As a part of the reorganization of the traffic department 
of the Glidden Company, which has a number of plants ip the 
Chicago district and adjacent territory, F. O. Sedgwick has been 
appointed division traffic manager, with offices at Chicago, 


DOINGS OF THE TRAFFIC CLUBS 


The Bridgeport Traffic Association will hold its annual 
meeting and outing at The Farm, on the Bridgeport side of 
Ash Creek, June 18. The program includes contests in the 
javelin throw, golf approaching, golf driving, quoits, archery 
and sling shot. Prizes will be awarded winners in the various 
events. Dinner will be served and there will be music angq 
other entertainment. 





The Transportation Club of St. Paul held an “educational 
meeting” at the Union Depot dining room June 4. Moving pic. 
tures of “Activities at St. Paul’s River Terminals” were shown, 
and George A. Blanchard, general agent, Great Northern, spoke 
on “Functions of a Freight Solicitor.” There was general dis. 
cussion after the talk. Officers and directors of the Twin City 
Women’s Traffic Club were guests. The annual golf tourna. 
ment will be played at the New Keller Golf Course June 11. 

The Transportation Club of Evansville will hold its annual 
outing at Bauer’s Grove June 19. Entertainment will include 
golf and a baseball game between the shipper and railroad 
representatives. Elmer Simpson, L. & N., is captain of the 
railroad team, and Jimmy Spain, assistant traffic manager, Gra- 
ham Glass Company, of the shipper’. 








The Oklahoma City Traffic Club will hold its annual golf 
tournament and picnic August 27 and 28. 





The Traffic Club of New York will hold a special luncheon 
at the Park Central Hotel June 11, in honor of C. E. Denney, 
president, Erie, and J. J. Pelley, president, N. Y. N. H. & i. 

The Akron Traffic Club will hold its twelfth annual picnic 
and golf tournament at the Congress Lake Country Club June 
11. Entertainment will include golf, horseshoe pitching, swim- 
ming and other sports. Luncheon and dinner will be served. 

The Transportation Club of Louisville has invited members 
of the traffic clubs of Evansville, Indianapolis and Cincinnati 
to attend its outing at West Baden Springs, Ind., June 8 and 9. 
Entertainment will include golf and other sports and a dance 
the evening of June 8. The club “special” will leave Louisville 
over the Monon at 1 p. m. June 8, and will leave West Baden, 
returning, at 5 p. m. June 9. E. J. Merkel is chairman of the 








entertainment committee, and Russell Houston, of the golf 
committee 

The Traffic Club of New Orleans held a luncheon at the 
Hotel Roosevelt June 3. Eli T. Watson, of Watson-Williams 


Company, spoke on “Commercial Aviation.” 





The Traffic Club of St. Louis held a dinner at the Hotel 
Jefferson June 6. A golf tournament was held at the Midland 
Valley Club June 7. The weekly luncheons have been dis- 
continued until fall. 





The Birmingham Traffic and Transportation Club will hold 
its annual outing at Pineview Beach June 11. The program 
includes a game of baseball between the shippers and carriers, 
a barbecue, dancing, horseshoe pitching and other sports. Prizes 
will be awarded winners in the various contests. 

The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club June 8. The program was sponsored by the 
Atlanta Paper Company and arranged by H. A. Manning, traffic 
manager of that organization. Louis H. Moss, vice-president 
and general manager, Atlanta Paper Company, was the principal 
speaker. 





The Traffic Club of Chicago will hold a dedicatory luncheol 
at the Palmer House June 10, for the purpose of unveiling 4 
bronze tablet dedicating Club Hall to and in honor of Frank 
T. Bentley, first president of the club. 

The Indianapolis Traffic Club will hold a “stag” outing # 
Coney Island June 20. A special Big Four train will leave 
Union Station at 8:30 a. m., arriving at Fern Bank, Ind., al 
10:40 a. m., from where the remainder of the trip will be made 0! 
the Island Maid Boat. Luncheon will be served on the boil 
and dinner at Coney’s Colonial Dining Hall. Thurman (“Dusty’) 
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UCASE ZISAN ZINA 





The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The raffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 


EEEEeEblblblblllllllllllllllllell 








G) 







(o) 


Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


ieee eielelele) 






eel 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 





[o) 


May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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NO MORE WASTED TIME! 
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T4—Tariff File Section With 12 4-Inch Drop Front Tariff Files 
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T6—Two Drawer Storage Section 
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T7—Low Sanitary Base Section 
Write us for information 


P. A. Wetzel Company 
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Miller, humorist, president of the Daily News-Journal, Wilming- 
ton, O., will be the principal speaker. 


The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club June 6. H. W. Klein, assistant gen- 
eral freight agent, Southern Pacific, spoke on “Routing and 
Tracing of Freight Shipments.” 


The Traffic Club of Minneapolis will hold a “Summer Dance” 
at the Columbia Chalet June 15. It will be the last dance of 
the season. ‘The mercantile and manufacturing division of the 
club will hold its meetings at noon on the first Wednesday of 
each month for the summer months, instead of in the evening, as 
has been the custom. 


The annual golf outing of the Traffic Club of Kalamazoo 
and the Battle Creek Transportation Club will be held June 18 
at the Gull Lake Country Club course. The banquet and musi- 
cal entertainment will be held at La Belle Resort, Gull Lake, 
in the evening. E. C. Nettels, director of transportation, Postum 
Cereal, Inc., Battle Creek, will be in charge. Prizes will be 
awarded high and low scores. This will conclude the activities 
of the Traffic Club of Kalamazoo until early fall. 


The Traffic Club of Wichita held a luncheon at the Wichita 
Club June 6. The program was arranged by the educational 
committee, of which V. M. Fresch is chairman. Prof. Will A. 
Irwin, head of the department of economics, Washburn College, 
Topeka, Kan., will be the principal speaker at the “Kansas City 
Night” dinner, June 20, at the Innes Tea Room. Fred Sobotta 
is general chairman in charge of arrangments. A golf tourna- 
ment will be held at the West Link Golf Course in the afternoon. 


The Toledo Transportation Club held a dinner-meeting June 
3. Henry A. Middleton, attorney, spoke on “The Supreme Court 
Decision in the St. Louis & O’Fallon Railway Valuation Case.” 

There was an attendance of 141 at the “Southeastern 
Lines’ Night” of the Transportation Club of Decatur at the 
Decatur Club May 28. Charles Barham, vice-president, N. C. & 
St. L., was the principal speaker. He criticized interference 
on the part of Congress in the functions of the Commission, 
holding that pernicious regulation is driving the railroads either 
to bankruptcy or government ownership. He particularly op- 
posed the extension of the use of mileage scales in setting rates. 
“Fixed scales are resorted to by lazy and ignorant men in 
rate figuring,’ he said. “They haven’t the desire or capacity 
to give due consideration to economic movement of freight 
and it is that on which the railroads are dependent for business. 
Yet Congress has forced the Commission to follow that method.” 
Flexibility in the rate structure, he said, was essential to the 
commercial life of the country and to the success of the rail- 
roads. Golf was played in the afternoon by more than fifty 
members of the club and their guests. Prizes were furnished by 
the southeastern lines. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board held its sixth 
annual and twenty-first regular meeting at Oklahoma City May 
23. The program was coordinated to a considerable extent 
with that of the Oklahoma Grain Dealers’ Association, annual 
convention of which convened following the adjournment of the 
board meeting. 


A total of 629 registrations were recorded at the board 
meeting, which surpassed all previous attendance records. This 
was probably the most important and the most interesting 
meeting the board has had, due to the approach of the seasonal 
grain movement, which promises to be of bumper proportions 
and attended by difficulties in the grain industry of unusual 
import, according to the report. 

Much interest was shown as to whether or not the proposed 
reductions in grain rates would have the effect of reducing 
stocks to any appreciable extent before the new crop began 
to move. The general judgment appeared to be tha¢ a reduction 
in rates would have little influence on foreign buying of Ameri- 
can wheat because of strong competitive factors that could 
hardly be overcome in this way. Reports indicated that stocks 
in the southwest were mostly of mil] quality, a grade not usually 
exported. Therefore, it was not expected that they would be 
greatly reduced beyond that sold to mills before the new crop 
is harvested. 

A heavy increase in farm storage was recommended as a 
means of affording safe protection to that part of the crop 
that cannot be taken care of by elevators and mills. It was 
explained that no good purpose could be-served by loading 
this grain into cars that could not be disposed of with reason- 
able promptness and that the policy should be to regulate the 
loading at origin points to conform to the ability of receiving 
facilities to unload currently. 

Another feature of the meeting was the reports of com- 
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modity committees which reflected continued prosperity jp the 
southwest. Prospective loadings of grain and hay for the thipg 
quarter of the year were estimated at 5 per cent less, and Daper 
and products, 10 per cent less than for the same quarter o 
1928. Loadings of creosoted products, wholesale drugs, fer. 
tilizers, wholesale groceries, hardware, live stock, lumber and 
forest products, retail lumber and salt and salt products was 
expected to approximate the loadings of those COMMOdities 
last year. Substantial increases were expected in the loadings 
of other commodities, as follows: Cement, 5 per cent; clay 
and products, 10 per cent; coal, coke and lignite, 3 per cent: 
cotton, 5 per cent; cottonseed and products, 5 per cent; cotton 
mills and products, 10 per cent; farm implements and cotton 
gin machinery, 20 per cent; glass and glass products, 5 Der 
cent; grain products, 20 per cent; iron and steel, 10 per cent: 
perishable products, 10 per cent; petroleum and products A 
per cent; rice and products, 5 per cent; sand, stone and gravel 
10 per cent; sugar, molasses and cane, 25 per cent; sulphur. 
5 per cent; miscellaneous products, 10 per cent. An increase 
of 5 per cent in total loadings of all commodities was indicateg 
compared with the third quarter a year ago. 

New officers were elected as follows: 
F. A. Leffingwell, Dallas, Tex.; alternate general chairman © 
Cecil E. Munn, Enid, Okla.; general secretary, A. J, Stone, 
Dallas, Tex.; assistant secretary, C. P. Wasson, Dallas, Tex 
By unanimous vote the next meeting will be held in New 7 
Orleans, in September. 





TRAFFIC MANAGEMENT SURVEY 


A firm manufacturing paper boxes has reported to the 
transportation division of the Department of Commerce, in con. 
nection with the division’s industrial traffic management survey 
being conducted at the suggestion of the Associated Traffic 
Clubs of America, that savings of more than $40,000, including 
equalized and reduced rates, were effected by its traffic depart. 
ment in 1928 over practices prior to its installation. The 
report is summarized as follows: 


Before the firm had a traffic department, equipment was ordered 
and loaded without regard to the cubical contents and often without 
regard to length. The new traffic department immediately made ~ 
tests to determine the average carload weight per cubic foot from 
actual car loading to visible capacity. 
it is stated, is based upon the number of cubic feet the order will © 
occupy, and orders for all equipment are made by the traffic depart- 7 
ment. E 
A saving of $1,200 or more annually on both inbound and outbound © 
carloads is attributed to the system of checking stenciled tare or 
light weight of cars against the tare weight used by the carrier in 
billing. Errors ranging from 100 pounds to 10,000 pounds overcharge 
in weight and freight charges are reported not infrequently found. 


BUSSES AND RAILROADS 


“This new departure on the part of the Southern railway 
system is entirely in keeping with the spirit of the times,” says 
John M. Meighan, secretary of the bus division of the American 
Automobile Association, in connection with rail-and-motor vaca- 
tion trips made available in the scenic parts of the south that 
system serves. The trips may be made partly by rail and partly 
by bus. The bus lines involved are independent lines linked 
with the railway only through agreement to participate in the 
tours, according to Mr. Meighan. 

“Rumblings of war between the rail interests and the rapidly 
growing bus industry have long since subsided and the rails have 
entered the bus field with an acceleration which in the last few 
months has been almost impossible to follow,” says he. “And 
this entry now is almost universally a peaceful one—consum: 
mated through agreement and purchase. It bespeaks a new éf%, 
an era of a fuller development of the bus in its proper sphere 
and a more efficient use of the ‘iron horse’ in its own, with re 
sulting benefits to the traveler and to the shipper and. to the 
transport agencies themselves which may not now be estimated. 

“The outstanding deterrent to an earlier entry of the railroad 
companies into the bus business has been the fact that the finat- 
cial structure and legal limitations under which they function 
has retarded the free investment of railroad capital in such activ! 
ties as might be considered extension of their transportation 
systems. Court decisions have, step by step, clarified the laws 
and the railroads are now much more certain of their rights 
in the matter than they have been at any time in the past.” 


FEDERAL TRAFFIC BOARD 


Major Neill E. Bailey, of the quartermaster corps of o 
army, assumed the duties of coordinator for traffic and chall 


man of the Federal Traffic Board June 6. He succeeded Cab! 
Roland W. Schumann, of the supply corps of the navy. 


The abstracts of tariff filings, rejections, susp 
sions, etc., as printed in each issue of THE DAIL! 
TRAFFIC WORLD enable subscribers always to * 
sure their traffic files are up-to-date, 





General chairman, © 


All equipment ordered now, ~ 
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Freight Tariffs 


Ninth of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 





Rate Basing Books 


SPECIAL type of tariff is published by carriers 

showing the bases of rates to be used in applying 

rates or routes to be used to or from points of origin 
or destination, grouped together into rate groups or points 
that take rates made by adding arbitraries or deducting 
differentials from the rates to or from the designated rate 
basing points. 

Rate basis books include several different but related 
types of tariff publications—the territorial directories, tariffs 
of rate bases, and rate bases and billing instruction tariffs. 
These tariffs may contain routings, waybilling instructions, 
and regulations governing the division of rates among the 
participating carriers, provided duplicate or conflicting rout- 
ing or waybilling instructions are not also shown in the rate 
base tariffs. Territorial directories, rate bases tariffs, and 
rate base billing books and billing books may be published 
individually by carriers or by tariff publishing agents acting 
for a number of carriers.’ 

When separate tariffs are published to show territorial 
groupings of points, routings, or waybilling instructions, 
reference may be made in the rate tariffs to the rate bases 
books indicating the ones to be used by their I. C. C. num- 
bers. One rate tariff may not refer to another rate tariff for 
lists of points in territorial groups, for routing directions, or 
for waybilling instructions. Thus, a class or commodity rate 
tariff, whether published individually by one carrier, jointly 
by several carriers, or by a tariff agent for a number of 
carriers, may not refer to any other individual, joint, or 
agency class or commodity tariff for groupings, routings, 
or billing directions. 

The carriers parties to the through transportation ar- 
rangements and rates must be shown as participating car- 
riers both in the rate tariffs and in the separate rate basis 
publications. The regulations of the Commission provide 
that, after a stated future date, no one tariff of rates may 
be governed by more than two separate publications con- 
taining groupings of points, routes, or billing instructions, 
one applying for points of origin covered by the tariff and 
the other for destination points embraced within the appli- 
cation of the tariff. 


Specifications Governing Rate Bases Books 
Detailed specifications are made by the Commission to 
govern the compilation of rate bases books, among which the 
following may be noted: 
1. Rate bases books must name all the points in the 
territories covered by the tariffs. 
2. Intermediate application may not be relied on in 
determining the points covered by the books. 
3. The railroad location of each point must be shown. 
4. The points must be arranged in alphabetical order 
or an alphabetical index of the points must be provided.* 
5. The rate bases, group location, or territorial appli- 
cation, or arbitraries or differentials to be added to or de- 
ducted from the base or group rates must be shown imme- 
diately in connection with the name of each station, subject 
to the exception that reference may there be made to an 
item showing such information. 
~ 'Pariff Circular No. 20, Rule 15. 
2Applicable on and after January 10, 


lar No. 20. 
43See Rule 4, d. 


1930, Rule 15, Tariff Circu- 


_ 6, [exceptions to the rate base, group location, or ter. 
ritorial application must not be made in rate bases books 
unless the exceptions apply to or from a considerable num- 
ber of points or on a considerable number of commodities, 

7. Reference must be made immediately in connection 
with arbitraries or differentials to the classifications and 
exceptions to the classifications governing them when the 
arbitraries or differentials to be added to or deducted from 
the base rates are subject to different classifications or 
exceptions from those that apply in connection with the 
base rates. 

8. All rules and regulations governing the through 
rates determined by the use of base rate tariffs and rate 
basis books must be published in the base rate tariffs, or 
made a part of the tariffs by reference to the tariffs.‘ 

9. If it is necessary, in particular cases, to include 
rules or regulations in the rate bases books, the rules so 
published must not duplicate or conflict with the rules con- 
tained in the base rate tariffs or made a part of such tariffs 
by reference to other tariff publications.’ 

Territorial Directions 

A typical directory tariff is the Southwestern Lines 
Territorial Directory No. 2 and the Western Trunk Lines 
Territorial Directory No.’4, showing the railroad locations 
and group locations or rate bases of stations in a number 
of states in New England, Trunk Line, Western Trunk 
Line, and Central Freight Association territories applicable 
in connection with traffic to or from certain southwestern 
states, when the tariffs governing the traffic make reference 
to the directory tariff. 

This tariff is a joint agency publication issued by J. E. 
Johanson, agent of the southwestern lines, in conjunction 
with E. B. Boyd, agent, western trunk lines, W. S. Curlett, 
agent, Trunk Line Freight Association. B. T. Jones, agent, 
Central Freight Association, Frank Van Ummerson, agent, 
New England Freight Association, and W. J. Sedgman, 
agent, Atlantic Seaboard Freight Bureau. The directory 
is listed under the I. C. C. numbers of the tariff agents.” 

The stations covered by this territorial directory are 
located in the following states: 


New Vermont, New Hampshire, 


Rhode Island, 


England—Maine, Massachusetts, 
and Connecticut. : 
Trunk Line—New York, New Jersey, Pennsylvania, 
District of Columbia, Virginia and West Virginia. — 
Central Freight Association—Illinois, Indiana, Kentucky, Michigan, 
Missouri, Ohio, West Virginia, and Kentucky. : 
Western Trunk Line—Iowa, Michigan, Missouri, Nebraska, South 
Dakota, Wisconsin, and Minnesota. 


Delaware, 


The points in Southwestern Territory include points 
in Arkansas, Kansas, Louisiana, Missouri, Oklahoma and 
Texas. 

The tariff and its supplements contain the followt 
data : 

1. The carriers’ individual tariff numbers. 

2. List of participating carriers, alphabetically arranged, 
showing powers of attorney and concurrences granted to 
agents. 

3. I-xplanation of characters. 

4. Prepay requirements and station conditions. 


fu 
1g 


‘See Rules 4, h; 4, k; and 10. 
5Rule 15. 
‘Ek. B. Boyd's A-1870. 




















































ter- 
ooks 
1um- 
ties, 
‘tion 
and 
the 
rom 
; Or 
the 


ugh 
rate 
, or 


ude 
; $0 
‘on- 
riffs 


ines 
ines 
ions 
ber 
unk 
able 
ern 
nce 


_E. 
Hon 
ett, 
ent, 
ent, 
lan, 
ory 


are 


hire, 
are, 
gan, 


uth 


ints 


and | 


‘ing 






TRAFFIC WORLD 1425 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 


Regular Fortnightly Sailings Direct to 


CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 

Next Sailing from New York..... June 13 
Intercoastal freight accepted both West and Eastbound, from New York 
> — —— Harber and San Francisce and from California ports 


149 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 


THE 

























Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama Canal—Balboa 
—San Diego (Westbound)—Los Angeles—San Francisco. 

Through Bills of Lading to or from other Pacific Coast 
orts; also European, West Indian, Canadian, Hawaiian, 
ar duster and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage at 
moderate charge. All steamers equipped for refrigerator 
cargo. 

































Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston....... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


MLNS 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Proposed Sailing Dates: 
Eastbound frem 
CALIFORNIA - me an Aug 10 San Francisce—Les Angeles 
) 10 MONGOLIA... . July 6 Aug.17 
VIRGINIA (new) .. July13 Aug.24 CALIFORNIA(aos) Jayp29 hug 
MONGOLIA .... July27 Sejt.7 VIRGINIA (new) ...Aug. 3 Sept.14 
From Los Angeles 2nd day followin 





















fanama facifie fine 


INTERNATIONAL MERCANTILE MARINE COMPANY 























Pier 61 North River, N. Y. C. 1 Breadway, N. Y. 6, 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 180 N. Michigan Ave. Bosten, 84 State Street 
Phila elphia, Public Ledger Bldg. Baltimere, Chamber ef Cem- 
San Franciace, 60 Califernia St. merce Bldg. 

Les Angeles, Central Bidg. 
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General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 













From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 

















DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


















Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 








Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson oe 67 Wall St., New York 

















For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
an Francisco, Cal. New York, N. Y. New Orleans, La. 
Long Wharf, 140 S. Dearborn St., 

Bosten, Mass. Chicago, Il. 





nch Offices 
Chi-:ago, St. mB Pittsburgh, Baltimore, 
—_— Mobile, New Orleans 















McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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5. Stations in the states covered arranged alphabetically by 
states and alphabetically by station names under each state. 

6. Table of contents. 

Each station is listed under its state and the following data 
pertaining to the station are shown: 

1. Name of station. 

2. Railroad location. 

3. Group locations for (a) 
routes. 

For example, New Haven, Connecticut, is shown as located 
on the New England Steamship Company and the New York, 
New Haven and Hartford Railroad Company. The all-rail group 
location is shown as number 126, and ocean and rail locations 
are designated by the letters, H, P, and B.’ 


Rate Basis Tariffs 


Tariffs of bases for rates are typified by the joint issue of 
H. Wilson, agent of the Trunk Line Freight Association, and 
Frank Van Ummerson, agent for the New England Freight 
Assogiation.’ This tariff publishes bases for rates from points 
in New England and Trunk Line territories to points in the 
west and southwest. 


The eastern points include stations in the following states: 
Connecticut, Delaware, District of Columbia, Maine, Maryland, 
Massachusetts, New Hampshire, New Jersey, New York, Penn- 
sylvania, Rhode Island, Vermont, Virginia, and West Virginia. 


The western destination territory covered by the tariff in- 
cludes points in Arkansas, Colorado, Idaho, Kansas, Louisiana, 
Montana, Nebraska, Nevada, New Mexico, North Dakota, Okla- 
homa, Oregon, South Dakota, Texas, Utah, and Wyoming. 


The purpose of this tariff is to show the rate basis location 
and the bases of the rates applicable to traffic moving to points 
in these states. The publication is arranged so as to show the 
following data: 

1. The list of participating carriers, with the official abbre- 
viations of the names of the carriers and the types and numbers 
of the powers of attorney or concurrences granted by the car- 
riers to the tariff publishing agents. 


2. The territory from which the tariff applies, listed alpha- 
betically by states. Under each state the tariff shows whether 
all stations in the state or the points listed alphabetically under 
eaeh state are covered by the tariff. 

3. The territory to which the tariff applies; the points are 
segregated by states, arranged alphabetically, and the points 
in each state are listed alphabetically. 

4. An explanation of the abbreviations used in 

5. An explanation of the reference marks used. 

6. An explanation of notes used. 

7. A list of junction points used in constructing rates by 
combinations through the junctions. 

8. The rules for constructing through rates. 

9. The exceptions to the application of the tariff. 

10. The routing of shipments moving under combination 
or maximum rates prescribed in the tariff. 


In listing the points in the territory from which the tariff 
applies several plans are used. The points in the state may 
be included, as in the case of Connecticut; all points except 
those listed may be included, as all points in New York except 
those listed; or stations designated railways may be included 
and all other excluded, as in Virginia, where points on the lines 
of certain carriers only are included. 


The destination points show the following information: 

1. The name of the stations. 

2. The delivering carrier or carriers on which the point is 
located. 


3. The combinations of rates through junctions that may be 
used. 


4. The rates applicable subject to the rates to certain points 
as maxima. 

Thus, Durham, Colorado, on the D. and R. G. W., takes 
rates made up by combinations on junction groups or lists A, 
C, F or G, and the rates to this point are subject to the rates to 
Lago, Utah, or La Grande, Ore., as Maxima.’ When maximum 
rates’ references are made to two or more points, as in this 
case, the maximum rates to be applied are those applicable to 
the first named point, unless lower charges result based on the 
rates to the other named point or points, in which case the 
lower charges apply.” 

There are many other tariffs of this type publishing bases 
for class and commodity rates between designated territories. 
Agent B. T. Jones, of the Central Freight Association Tariff 
Bureau, publishes a basis for commodity rates applicable from 
C. F. A. territory to points in Alabama, Arkansas, Florida, 


allrail routes; (b) ocean-rail 


the tariff. 


tTAgent Johanson’s Tariff, I. C. C. No. 2012, p. 23. 

’Agent Wilson’s I. C. C. No. A-189; and Agent 
L. ©. ©. Ke. 76. 

*Agent Wilson's I. C. C. 

Ibid, Note 1, p. 94. 


Van Ummersen’'s 


No. A-189, pp. 15 and 94. 
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Georgia, Kentucky, Louisiana, Mississippi, North Carolina, South 
Carolina, Tennessee, and Virginia.” 
Rate Bases and Billing Instructions 

Tariffs containing rate groupings or bases, together with 
routings, divisions, general and special instructions governing 
the billing of freight, and other data, are published by a number 
of carriers and tariff publishing agents, to be used in connection 
with the tariffs of the initial carriers parties to the tariff naming 
rates to the basing points shown in the basing tariff. The bag. 
ing tariff is incorporated by reference and made a part of such 
tariffs. 

A typical tariff of rate bases and billing instructions is that 
of Agent R. H. Smith, of the Union Line, which provides the 
bases for eastbound freight rates to points in the New England 
and Middle Atlantic States and the Dominion of Canada reacheg 
by the Pennsylvania Railroad and its connections.” This tariff 
is a vetefan of long service. It was issued in loose-leaf form 
December 15, 1912, to become effective January 15, 1913. Re. 
vised sheets are now issued by G. R. Richardson as agent. 

This tariff, like others of its type, publishes a vast amount 
of information showing the location of points, the rate basis 
to be used, the point to which shipments are to be waybilled, 
the divisions to be used in prorating, and the routes to be used, 
Thus, Defiance, Pa., is shown to be in Bedford, county, Penn. 
sylvania, on the Huntingdon & Broad Top Mountain Railroad 
and Coal Company. Shipments to this point are to be way- 
billed to Rommell, Pa. The Baltimore rate bases is used, 
and 11% cents a hundred pounds is deducted for the Baltimore 
terminal before dividing rates on the Baltimore basis of divi. 
sions.” 

In addition to rate bases and billing instructions tariffs of 
this type contain the following data: 

1. List of destination points alphabetically arranged. 

2. Explanation of abbreviations. 

3. List of participating carriers, arranged alphabetically and 
showing the concurrences granted the issuing agent. 

. The application of the rate bases. 

5. Rules governing the use of arbitraries. 

6. Instructions governing export traffic at the ports. 

7. List of industries and carload delivery points at ter. 
minals. 

8. Lighterage rules at the ports. 

9. Steamship lines and their locations at 
nals. 

10. Storage rules. 

11. Bases for rates at intermediate stations. 

12. Through waybilling instructions. 

13. Use of bills of lading for export traffic. ; 

14. Classification and exceptions to the classification gov- 
erning the tariff. 

15. Handling of combustible and explosive freight. 

16. Use of commodity rates in lieu of class rates. 

17. Delivery charges and their absorption. 

18. Rule governing the disposition of fractions in the divi- 
sion of rates. 

19. Explanation of reference marks. 

20. General instructions to be observed in the handling and 
billing of shipments in connection with the tariffs. 

21. Divisions bases. 

22. List of grain, grain products, and grain by-products and 
grain minimum weight regulations. 

23. List of iron and steel articles. 

24. Live stock terminal and yardage charges. 

25. Locations of army and navy depots, storehouses, and 
Navy yards. 

26. Instuctions for handling nursery stock. 

27. Open and prepay stations. 

28. Instructions for handling perishable property in cold 
weather. 

29. List of petroleum and petroleum products. 

30. Refrigerator barge service. 

31. Rules governing arbitrary allowance on articles taking 
special or commodity rates. 

32. Regulations’ governing the acceptance and transporta- 
tion of spirituous and intoxicating liquors. 

33. Switching charges absorbed in rates. ; 

34. Table of rates per one hundred pounds of grain and 
equivalents per bushel. - 

35. Terminal and transit facilities, charges and privileges. 

36. Teminal deductions. 

37. Special waybilling instructions. oa 

Another typical tariff of eastbound rates bases and billing 
instructions is that published by Agent A. M. Schubet, for the 
Baltimore & Ohio Railroad, the Continental Line Route, and 
the Central States Despatch Route, in connection with other 
paticipating carriers.” 


the port termi- 


NAgent Jone’s I. C. C. No. 2145. 
2Agent Smith’s I. C. C. 13. 

Ibid, 18th revised page 229. 
“Agent Schubert’s I. C. C. No. A-4. 
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NEV ORLEANS | [LEONARD’S GUIDE 


In the heart of the Commercial District 














th 










ith 






















in we have a distributing depot for package freigh FREIGHT, EXPRESS, PARCEL POST 

ber crated for, the particular service of the trafic toatiages Rates and Routing All in One Book! 

ing “"Tccusull dcdeieadiansindoae” G.R “L eonard. & Co 

ch || COMMERCIAL WAREHOUSES __ , OFFICE: 155 N. Clark St-, Chicego E. 28th St., New York 
hat . 

the 

nd . MERCHANDISE STORAGE and 

‘if Omaha Ss Largest POOL CAR DISTRIBUTION 
™ ||Merchandise Warehouse Warehouses Located in Heart of Railroad District and Jebbing Trade 

Int offers to the public the IDEAL warehouse and FEDERAL COM PRESS & WAREHOUSE COM PANY 
“ : distributing service in the Middle West. 589 South Front Street, MEMPHIS, TENN. 









Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
































TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
. ST. JOSEPH, MISSOURI 










“ livery service. Pool cars distributed promptly. Tr ng say 
vi- DISTRIBUTORS 

The Terminal Warehouse Co. DISTINCTIVE WAREHOUSE 
of AND FORWARDING 





Omaha, Nebr. Member A.W.A. 11th and Jones St. 


«a ST. wan — THE 49TH STATE — MO. 





SERVICE 





Chicago’s and Kansas City’s 


Merchandise Most Modern Warehouses 


r- “5 Storers, Distributors 


Pooi Car 
voce Distribution 


an 
“3 Forwarders 
: a of 
° iio. j General Merchandise 
Pool Car Distribution 





Prompt and 
Intelligent Service 


TERMINAL 


SBU/ILOS BETTER BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


AUSTRALIA 


FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 
THE TRANSATLANTIC STEAMSHIP CO., LTD. 















Sailin M.S. M.S. 

d id — oo Parrakoola 
PORTLAND June 15 Aug. 
SEATTLE June 18 
VANCOUVER June 19 
SAN FRANCISCO) June 26 

d LOS ANGELES June 29 

| Due 
BRISBANE July 26 

| SYDNEY July 31 
| NEWCASTLE 
g GENERAL MERCHANDISE STORAGE MELBOURNE 
Distribution saps SRIpESSS eS SNnDSTNN Sng ngSUS EES Sera a 
a: The only modern Merchandise Warehouse fully equipped and centrally GENERAL STEAMSHIP CORPORATION 
located in the City of Rochester Pacific Coast Agents 
—— inne —~ ‘ Fong eae —_— 240 Battery Street, San Francisco 
a on private si ing of the Buffalo, Rochester ittsburg atlway 
d enjoying switching at flat Rochester rate with all steam roads. . E. L. er —. INC. J. 305 Majestic Blaze 
B. RR. & P. WAREHOUSE, Inc., Rochester, N. Y. CHICAGO DETROIT 
S. ee RES SRN TEE 
UNION CITY°-;-0 WATERBURY 
IN FALL UGATUCK 
, ol tt wummes, ssmeren THRU RATES AND 
SHELTON g'o OERBY 
3 a - Amen NEW HAVEN DIRECT WATER ROUTES 
oT prioceport Sq seus MYSTIC South Norwalk, Bridgeport, New 


| 
Syop ga” WESTERLY f TOM London and Norwich, Conn. 





ne t C.F. A., W. T. L., Inter-Mountain, 
Toate LONG ISLAND SOUND exe BOAT SERVICE O South and Southwest 
om west << a eae STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 





FS ay OUR OWN MOTOR TRUCKS §Z)7@ MALLORY and MORGAN S. S. LINES 
WALL POUNTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ©®N®ST 5 FUCHS. 
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DOCKET OF THE COMMISSION 


NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 10—Washington, D. C.—Examiner White: 
* Fourth Section Application 13815 filed by E. B. Boyd and C. W. 
Galligan. 
June 11—Minneapolis, Minn.—Examiner Money: 
i. & S. 3260 (and 1st supplement)—Potatoes from Michigan, Minne- 
sota, North Dakota and Wisconsin to Southern points. 
1. & S. 3260 (2nd supplemental order)—Potatoes from Michigan, 
Minnesota, North Dakota and Wisconsin to southern points. 


June 11—Washington, D. C.—Examiner Berry: 
Ex Parte 73—In re Section 3 of Interstate Commerce Act, as amend- 
= a, Section 405 of the Transportation Act, 1920 (adjourned 
earing). 


June 15—Pueblo, Colo.—Examiner Mohundro: 
20083—Petroleum Industriai Corporation of America vs. A. T. & S. 
F. Ry. et al. 


June 17—Pueblo, Colo.—Examiner Mohundro: 
21962 (and Sub. 1 and 2)—Farmers’ Supply Co. vs. M. P. R. R. et al. 


June 17—Argument at Washington, D. C.: 

Finance No. 7298—Operation of passenger terminal facilities at 
Cleveland, O., by W. & L. E. Ry. 

Finance No. 7299—Abandonment of passenger terminal facilities at 
Cleveland, O., by W. & L. E. Ry. 

June 18—Washington, D. C.—Examiner Davis: 

* Finance No. 7614—Joint Application of Bell Telephone Co. of Pennsy!- 
vania and Cresco and Greentown Telephone Co. for a certificate 
that the acquisition by Bell Telephone Co., of Pennsylvania of 
propertis of Cresco and Greentown Telephone Co. will be of ad- 
vantage to the persons to whom service is to be rendered and in 
the public interest. 

* Finance No. 7618—Joint Application of Mountain States Telephone 
& Telegraph Co. and Estancia Telephone Co. for a certificate that 
the acquisition by former company of properties of latter company 
will be of advantage to persons to whom service is to be rendered 
and in the public interest. 

‘* Finance No. 7632—Joint Application of Southern Bell Telephone & 
Telegraph Co. and E. M. Warfield for a certificate that the 
acquisition by Southern Bell Telephone Co. of telephone proper- 
ties of E. M. Warfield will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 


June 18—Washington, D. C.—Examiners Stiles and Parker: 
oo Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
a - et al. 

16844 (and Sub. Nos. 1 to 3, incl.)—Swift & Co. et al. vs. A. T. & 
S. F. Ry. et al. 

17411 (and Sub. Nos. 1 to 3, incl.)—Kennett-Murray Live Stock 
Buying Organization et al. vs. A. C. & Y. Ry. et al. (adjourned 
hearing). 


June 18—Chicago, Ill._—Examiners Worthington and Walsh: 
17000—Part 10, hay, rate structure investigation. 
16502—Board of R. R. Commissioners of State of S. D. vs. C. & N. 
W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 


June 18—Argument at Washington, D. C.: 
13535—Consolidated Southwestern Cases (canned goods). 


June 19—Albuquerque, N. M.—Examiner Mohundro: 
21982—John Becker Co. et al. vs. A. T. & S. F. Ry. et al. 
= — Sub. 1)—L. B. Putney, Inc., et al. vs. A. T. & S. F. Ry. 
et al. 


June 19—Argument at Washington, D. C.: 
20080—Southern Cotton Oil Co. et al. vs. F. E. C. Ry. 
.  e i? 1 and 2)—Max Hertz Leather Co. et al. vs. B. & O. 
. R. et al. 
21056 (and Sub. 1)—Beacon Milling Co., Inc., vs. N. Y. C. R. R. et al. 


June 20—Washington, D. C.—Examiner Curtiss: 

* ‘1. & S. 3290—(and ist and 2nd supplemental orders)—Restriction in 
routing in connection with Ga. & Fla. R. R. between Greenwood, 
S. C., and Augusta, Ga. 


June 20—Argument at Washington, D. C.: 
1. & S. 3000—Cancellation of commodity rates on sewer pipe in C. 
F. A. territory. 
I. & S. 359—Sewer pipe and wall coping from various Pennsylvania 
points to New England and Eastern Trunk Line territories. 
19886—Graff-Kittanning Clay Products Co. vs. A. C. R. R. et al. 
19552—Blackmer & Post Pipe Co. et al. vs. A. & W. Ry. et al. 
June 20—Washington, D. C.—Examiner Trezise: 
I. & S. 3297—Classification ratings and minimum weights on empty 
cans and steel barrels or drums in Official territory. 
June 21—Washington, D. C.—Examiner Peterson: 
* 1. & S. 3304—Anthracite coal from mines on Erie R. R. in Pennsyl- 
vania to destinations in New Jersey. 
June 21—Washington, D. C.—Examiner Trezise: 
* 1. & S. No. 3305—Combination rule on granite, marble or stone from 
S. A. L. Ry. stations to intermediate points. 
June 21—Wisconsin Rapids, Wis.—Railroad Commission of Wis.: 
Finance No. 7501—Application Chicago, Milwaukee, St. Paul & Pa- 
cific R. R. for authority to abandon its line between Babcock 
and Norway, Wis. 
June 21—Argument at Washington, D. C.: 
19692—-Taggart Bros. Co. et al. vs. A. T. & S. F. Ry. et al. 
19694 (and Sub. 1)—St. Regis Paper Co. vs. A. T. & S. F. Ry. et al. 
19703—St. Regis Paper Co. vs. A. A. R. R. et al. 
ee Sulphite Pulp & Paper Co. et al. vs. N. Y. C. R. R. 
et al. 
June 22—Argument at Washington, D. C.: 
20892—American Radiator Co. vs. N. Y. C. R. R. et al. 
21525—James B. Clow & Sons vs. L. V. R. R. et al. 
1. & S. 3230—Coal, ground or pulverized, coke breeze, coke dust and 
foundry facings between points in Illinois and Western Trunk 
Line territories. 


NEW COMPLAINTS FILED 


No. 19701. Sub. No. 1. F. M. Baldwin & Co. et al., Detroit, Mich., vs. 
Belt Ry. of Chicago et al. 

Rates, charges and carload minimum weights in violation sec- 
tions 1, 2, 3, 4, 6 and 8 of the act, strawberries, Arkansas, Mis- 
souri and Kansas to Michigan and Ohio points, as compared with 
rates and charges from points south of Ohio River and from 
Arkansas and Missouri to Illinois, Indiana, and Wisconsin. Ask 
rates for future and reparation, 
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No. 22196. Sub. No. 6. Mrs. George Ellerbrook, doing busj 
Matthew ae Co., —> Mo., vs. C. & E. I. ot me 
Unreasonable rates and charges, coal, points in K i 
Matthews, Mo. Asks reparation. Kentucky to 
. 22196. Sub. No. 7. Edmiston & Black, Vanduser, Mo., ys. c &E 
a Pt al. , . . . 

Same complaint and prayer as to coal, Kentucky i 
Vanduser, Mo. Y points to 
- 22313. Sub. No. 1. Blackmer & Post Pipe Co., St. Louis, Mo., ys 
Cc. c. Cc. & Bt. i. et al. ae 

Unreasonable rate, sewer pipe, St. Louis, Mo., to Nameoki Ill 
Asks rate for future and reparation. P : 
22314. California Redwood Association, San Francisco, Calif,, yg 
A. ©. @& Y. et ab =e 

Unreasonable and excessive rates, lumber and forest Products 
principally from points in Humboldt and Mendocino counties, 
Calif., to C, F. A. territory. Asks cease and desist order and 
rates for future. 

22315. Liberty Lime & Stone Co., Inc., Rocky Point (Indian 
Rock), Va., vs. A. & R. et al. 

Rates, charges and practices in violation sections 1, 3 and 6 of 
act, crushed stone, including chert, dust and screenings, Rocky 
Point (Indian Rock), Va., to points in the Carolinas, as com- 
pared with rates from other Virginia points such as Blue tidge 
und Pembroke, Va. Asks relief for future and reparation. 

. 22316. Russell Oil Co., Inc., Butte, Mont., vs. Santa Fe et al. 

Rates and charges in violation first three sections of act 
petroleum gas oil, Los Angeles, Calif., to Billings, Mont., Butte. 
Mont., preferred. Asks rates for future and reparation. ; 
22317. Illinois Clay Products Co., Joliet, Ill, vs. E. J. & E. et al. 

Rates in violation sections 1 and 3 of act, fire clay and other 
articles in uniform brick list, Goose Lake, IIl., to all points in 
official classification territory east of Illinois-Indiana state line. 
Competitors in Ashland-Portsmouth district in Ohio and Kentucky; 
in Pittsburgh district in Pennsylvania and in Clearfield district 
in Pennsylvania, Maryland and New York alleged to be preferred, 
Asks rates for future. 

. 22318. Kelly Frost Motor Co., Houston, Tex., vs. Santa Fe et al. 

Rates and charges in violation sections 1 and 3 of act, pas. 
senger automobiles, Syracuse, N. Y., to Houston, Tex. Asks 
reparation. 

. 22319. R. J. Porter et al., doing business as Porter Oil Co., et al., 
Sidney, Neb., vs. Santa Fe et al. 

Rates and charges in violation sections 1, 3 and 4 of act, oil, 
petroleum and its products, Oklahoma and Kansas to Nebraska 
and Colorado points. Asks rates for future and reparation. 

. 22320. Perrine-Armstrong Co., Ft. Wayne, Ind., vs. N. Y. C. 

Rate in violation sections 1 and 6 of act, rough lumber, Water- 
loo, Ind., to Detroit, Mich. Asks reparation. 

. 22321. F. A. Bradley, East Prairie, Mo., vs. C. & E. I. et al. 

Unreasonable rates, bituminous coal, points in Illinois and Ken- 
tucky to East Prairie, Mo. Asks rates for future and reparation. 


RAIL-BUS COORDINATION 

The Pennsylvania Railroad, June 6, announced a further 
step in the coordination of passenger bus transport with rail 
operations. The details were made public by T. B. Hamilton, 
vice-president, western region, Chicago. New and greatly im- 
proved bus service will be placed in effect June 10, between 
Philadelphia and Pittsburgh, and will consist of five trips in 
each direction, according to the announcement. Three of the 
trips will be operated over the Lincoln Highway and two over 
the William Penn Highway. 

For the purpose of rendering the new service, a contract 
has been entered into with the Greyhound Lines, Inc., in which 
the Pennsylvania has acquired an interest. The Greyhound 
Lines now operates an extensive system of busses rendering 
long-distance service, and linking Chicago, St. Louis, Detroit, 
Cleveland and other cities of the central west with Pittsburgh, 
Philadelphia, Washington, Baltimore, New York and other east- 
ern points. It will hereafter operate as an affiliated enterprise 
of the Pennsylvania. In performing the new service, it will 
act as the agent of the Pennsylvania General Transit Company, 
a subsidiary of the Pennsylvania Railroad, which has obtained 
certificates of public convenience and necessity in Pennsylvania, 
covering both the Lincoln Highway and William Penn Highway 
routes. The service will also continue west of Pittsburgh to 
the Ohio boundary, through connecting busses of the Greyhound 
Lines. 

Seventeen new busses have been ordered for the Philadel 
phia-Pittsburgh service, of which eleven have been delivered. 
The others will be ready shortly. All of them are said to be of 
the latest and most modern type. The capacity is 33 passengers 
each. Pennsylvania train tickets between any two points cov- 
ered by either of the two bus routes will be honored on the 
busses for either the whole, or part of, the journey, at the 
passenger’s option. Bus tickets, however, will not be honored 
on trains, owing to the fact that the bus tickets are on a con- 
siderably lower fare basis. Ultimately, it is the intention to 
work out a plan that will enable passengers to utilize trains 
at night, with the convenience of sleeping car accommodations, 
and transfer to the busses by day, it is stated. 


ee 


POSITIONS WANTED OR OPEN 


a 


POSITION WANTED—Traffic manager or assistant, fifteen years’ 
experience industrial and railroad circles together with special heron 
ing in traffic affairs; married, thirty-seven years old; now emp yed. 
Address A. A. A. 200, care Traffic World, Chicago, II. 


HOURS ARE DOLLARS in the traffic department. Save one and 
you save the other. Why not use to their fullest extent those ne 
time savers—traffic department printed forms? You may have *: mg 
folder of samples by writing to The Traffic Service Corporation, 
South Market St., Chicago,. 





